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THE SPORTS-CAR OF SPORTSMEN 


Especially engineered to be driven by the man who lives for swift, sure-footed action 
in its fullest measure... de//berate/y styled to make him the envy of everyone else. 
Make a date for a test-drive today! 


100-SIX 









A product of The British Motor Corporation, Ltd., makers of 
Austin-Healey, Austin, MG, Magnette, Morris and Riley cars 
Represented In the United States by 


=e om ire AUTOMOTIVE CORPORATION «© 27 west 57th Street, New York 19, N.Y. 
Sold and serviced by a nationwide network of distributors and dealers. 
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THREE EXTRAORDINARY LP RECORDINGS 


Peter Ustinov, a sports and racing car devotee of PETER USTINOY 
long standing has taken a close look at our popular (He GRMN HUMORIST TAKES & DEVASTATING LOOK AT SPORTS CAR RACING 
Sports Car Series and has come up witha devastating —uos 

parody of his own. Creating all sounds and voices 

himself, Ustinov satirizes all that we hold dear and 

familiar in the world of racing. Hear the exciting 

sounds of the Fanfani, Schnorcedes, America’s own 

Wildfowl, the Orgini etc. Thrill to the Le Mans start, 

interviews with Bill Dill, Girling Foss, World Cham- 

pion Fandango and other drivers you know so well. 

Wives, sweethearts and friends who have never 

understood our records will love this one. 


a1vERSIOD » 


RIVERSIDE FLIES TO THE RACES RLP 12-833 


$4.98 


THE INCREDIBLE SOUNDS 
OF THE TWO GREATEST 
GRAND PRIX CARS EVER BUILT: 


MERCEDE S-BENZ A FANTASTIC NEW RELEASE: We went to 
a me as bike tien iaitirine England via BOAC just to bring you the sounds of 


IN SPECIAL DEMONSTRATION the two greatest racing cars ever built. Brought out 
AT COULTON PARK. ENGLAND of the museum for this special exhibition and driven 


ca by Peter Collins and Tony Brooks, the W 125 and 
W 163 Mercedes are the only cars which have ever 
stam | actually made our eardrums ache from the sounds of 


their engines. Idling, at speed, shifting, starting, 


‘ A ‘SSo+ stopping etc. the sounds on this disc are the absolute 
Proce ae 


tales “sem: ultimate in racing car recording. 


RLP 5012 $5.95 


Sports Cars in Stereo is another example of Riverside’s Ss DO rts Cc ars Ss 


outstanding leadership in the field of recording. If you In 

have a stereo system or if you anticipate going into t 
stereo this record is a must! S os re@e 
Imagine being on the Esses, on the straights, at techni- 

cal inspection at Sebring as Ferraris, Astons, Jaguars, 

Oscas, etc. roar through your living room from left to 

right. 

It’s difficult to describe the sensation of hearing a super- 

tuned competition machine hurtling towards you from 

your left, shift gears with neck-snapping precision not 

two feet from where you stand and then scream off into 

the distance on your right. This is not just an audio 

thrill, it is a physical experience. 


RLP 1101 





And don’t forget our other outstanding releases: 


5001 Sounds of Sebring 1956 5004 Stirling Moss 
5002 Sports Cars in Hi-Fi 5005 Phil Hill 


5003 Pit Stop - 5006 Carroll Shelby 
5007 Marquis de Portago And this year’s... 


5008/9 Sounds of Sebring 1957 SOUNDS OF SEBRING 
5010 Cuban Corners 5011 Sounds of Sebring 1958 


Please rush records checked. () 5001 CL) 5002 CL) 5003 (J 5004 (J 5005 (J 5006 (J 5007 


ess west 5: $1. Send the records postpaid. | enclose $ os » ._ No C.O.D. 


NEW YORK 19, N. Y. NAME 
ADDRESS 
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All three cars have some- 
thing in common... they 
are powered by variations 
of Chevrolet's 283 cu. in. 
V8. Top to bottom are 
the Sadler Mk 2 and 1957 
Corvette, photographed 
by Tom Burnside, and 
Lance Reventlow’'s Scarab, 
photo by Adler. 
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This 300 SL is wound out in third and in just a moment the driver 
will shift to fourth. Flat out speed in fourth will be of a very high order. Consider that the 300 SL fuel-i: 
engine displaces only three litres (182 cu. in.) and the amazing performance of this ca 
incredible. The flexibility of the engine is so remarkable that in high gear it will accelerate fr mp 
speed... smoothly. Actually the real paradox of the 300 SL is simply that it offers its exhilarating perfc 
in the lap of luxury. Just sit in the car to see what we mean. Better yet, drive it ir Mercedes-Benz deale 

Mercedes-Benz Sales, Inc. (a subsidiary of Studebaker-Packard Corporat 
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THRILLING 


DEPENDABLE 


SUPERCHARGE 
WITH JUDSON 











PERFORM- 
ANCE 





RELIABLE 


SILENT 


SUPERCHARGEo 


190SL-VW-GHIA-MGA-DAUPHINE 


0% 
MORE 
HORSEPOWER 





AMAZING 
ACCELLER- 
ATION 


if you own one of these cars and are in- 
terested in 50% more horsepower write 
today for literature. A Judson Super- 
charger gives you more than just im- 
proved performance, it gives you a new 
thrill in driving. 


JUDSON 


RESEARCH AND MFG. CO. 
CONSHOHOCKEN, PA. 








very sincerely yours: 


ROM TIME TO TIME in the past 50 years or so, engineers have come 
F with a product that is so outstanding for one reason or another that 

demand for the item has gone far beyond any reasonable expectation. 
Such an item was Old Henry’s fabulous Model T, Another such was the MG 
Midget in virtually all of its many guises. In recent years the Volkswagen has 
become the phenomenon of the decade. 

Not only has it been the entire car that has engendered such public ac- 
claim; on occasion the item has been a basic or component part. One such was 
the fantastically reliable Ford flat-head V8 which from its inception was 
capable of being modified to such an extent that more than four times its 
original horsepower could be put through it without harm. In only slight 
variations it lasted for 22 years. Another such is England’s Ford 10-which is 
still being used both as a production item and as the basis for more specials 
and prototypes than almost any other form of power. When Ford’s venerable 
flat-top V8 was put out to pasture in ’53 it seemed as if an old friend had 
passed away. Never again, it seemed, would there be such a versatile package 
of power for so little money. The hiatus lasted only a year. 

And then from a source that was noted more for economy and transporta- 
tion for Maiden Aunt Minnie came Chevrolet V8. From the minute it came 
out of the box it began showing muscles in totally unexpected amounts. 

Today it is safe to say that there isn’t a car of sufficient interior space in 
the world that hasn’t had a Sheh-Vee stuffed into it by some dedicated soul. 
Chev-powered equipment has taken on the best in the world and decisively 
beaten it time and again. And it hasn’t been through inches alone, either, in 
fact at times such equipment has given away inches and still come out on top. 

“But it’s modified,” some dissenters will say. Sure it is but no more so than 
such fierce equipment as the 3.8 D-type Jaguar or the 5.8 Maserati V8 or the 
4.9 Ferrari — and no more so than some of the Ford Flat-heads were. 

As of this year it is safe to say that inches or no, Chevrolet’s rocker-box has 
become the most versatile sports and racing power plant the motoring world 
has ever seen. There are larger engines and there are more powerful ones and 
there have been more glamorous ones but never has any engine been given 
the universal acceptance accorded the Chev. It has powered everything from 
International record breakers to dirt track machines and all points in between. 

Gentlemen of Chevrolet, our compliments to you. Please don’t change it. 

—john christy 





OH YEA! 




















“HAW ...HAW...I’D SURE LIKE TO “ORAH MAE! ... ARE YOU 
SEE THE EXPRESSION ON THE JOKER SURE ROBIE PICKED UP HER 
NEXT DOOR WHEN HE FINDS OUT TOYS? ...’CAUSE I RAN 


I’'VE TAKEN HIS PARKING PLACE .. .” OVER SOMETHING ...” 
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SIS CORVETTE 
ial 


by Chevrolet 


ONCE AGAIN, THE REAL McCOY—WITH AN EVEN SWEETER, SOLIDER WAY OF GOING! 


Here’s the '59 version of America’s only honest-to-Pete sports car. The changes are not earth- 
shaking when you read them—but wait until you drive this one. Try the new parallelogram rear suspension 
and see what it does to power hop—how it nails all that torque right down on the pavement, how it 
smoothes the rear-end steering effect, how it cuts axle wind-up under hard braking. Check the new 
form-fitting seats, the reverse lockout in the four-speed transmission*, the new ‘‘road”’ version of our 
metallic-lined brakes*, the subtle improvements in driving position, the easier-to-read instruments. 

But you get the idea. The '59 has been honed and polished and refined. And we feel free to say now 
that this is not only a veritable sports car—but it will handle, go and hang on better than any other 
production sports car in the world. Bar none! 

It is pure delight to drive. And if you haven’t given Corvette a chance to talk to you yet, don’t put it 
off any longer. This is the real thing, for real drivers. . . . Chevrolet Division of General Motors, Detroit 2, Michigan. . 


*extra-cost option 
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NEW 


ignition analyzer 


half 




















the price 








of comparable analyzers 










































































MODEL IA-1 


$5995 





























* easy to build * locates ignition trouble 














* shows adjustments necessary for peak 
performance 














{ Here is a professional type ignition analyzer in ‘‘do-it-yourself'’ kit form to 
i | make your engine service and adjustment work easier. You can do a better 
job—and do it faster, with this new service tool. Quickly connects to engine 
to show complete wave cycle of ignition system and reveal troubles in plugs, 
coil, distributor, condenser, points, timing, etc. Comparable to units selling 
for more than twice the price. No electronic experience required for success- 
ful construction. Kit includes all parts, step-by-step instructions, and large 
pictorial diagrams. Send for details—or order your ignition analyzer now! 
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TEEN 
I would like to form a club of New York 
City teen-agers with a common interest in 
sports cars. As far as I know there is no 
club in this area of this particular sort. A 
useful diversion for teen-agers is neces- 
sary; as a teener J think this would be 
ideal, Activities such as race films, navi- 
gating, helping at races, rallies and gym- 
khanas would be part of the program. 
Then too, the possibilities of a club project. 
I would greatly appreciate any help that 
SCI could possibly provide in getting news 
of this venture into circulation. I hope 
that in this way I might be able to get to- 
gether with others like me to plan the 
organization. 
Thank you for any help that you can 
give. 
Orrie Frutkin 
1272 E. 36th Street 
Brooklyn 34, N. Y. 


UP WITH HEALEYS 

Your road tests are very interesting. 
After having driven almost 60,000 miles in 
two Austin-Healeys I agree with all your 
comments on this fine car. There is one 
point however, an Achilles heel, so to 
speak, which mars to some extent the 
full enjoyment of the AH. I mean INSUF 
FICIENT GROUND CLEARANCE! I see 
no reason for the dangerously low and 
exposed position of the sump. On some 
roads in this country I find it impossible 
to shake off a well driven VW, just because 
I do no longer dare to unleash all those 
nice little horses under the bonnet. after 
one split sump. Any suggestion? 

Every good wish to SCI! 

Felix Steinmann 
Switzerland 

Sixteen-inch wheels might help some 
and a steel gravel shield would protect the 
sump.—Ed. 


PEERLESS 


I thought your readers might, be in- 
terested in the enclosed photograph of the 
Peerless Gran Tourismo. 





The car in question is No. 3 and is a 
prototype, not a production model. Since I 
took delivery in mid-September I have put 
over 6,000 miles on the car, covering some 


of the remoter and more mountainous 
areas of Colorado, Wyoming, and Utah 
without any mechanical failure. The car’s 
road-handling qualities are all that its 
manufacturers claim for it. 

Joan H. Fish 

Denver, Colorado 





Peerless report coming up soon.—Ed. 





OLD FLICKS 

I have just finished the fine December 
issue of SCI, and you certainly deserve 
credit for a job well done, I look forward 
to more of these “bonus issues” in the 
future. 

I was very glad to see (at long last) a 
story about the late, great Frank Lockhart. 
I have an uncle who was working in a 
hotel (as a matter of fact, the one in which 
Lockhart stayed) at Daytona Beach. To 
the best of his recollection, my uncle de- 
scribed Lockhart’s fatal accident, and Griff 
Borgeson’s article certainly filled in the 
open spaces. Thanks to my uncle’s gen- 
erosity, | am now the proud owner of five 
photos which he obtained at Daytona in 
1928, they show: 1) Lockhart in the car, 
2) Lockhart standing next to the car, 3) 
Lockhart’s body lying on the sand after it 
had been thrown out of the Black Hawk, 
4) Mrs. Lockhart reaches the body and 5) 
the wreckage. Photo #2 was autographed 
by Lockhart the day before the accident, 
it simply says: F. Lockhart (all spelled cor- 
rectly). Again thanks for a terrific story. 

Your series on the greats of racing are 
excellent. I am looking forward to a story 
on the inimitable Rudi Caracciola. I have 
read his autobiography (which was a gift 
from Mr. Caracciola) and it was terrific. 

One of the photos in the Lockhart story 
was from a news film of the accident, 
could you give me the address of the source 
that supplied you with the film. I am al- 
ways on the look-out for good racing film 
(8mm), and it may interest your readers 
to know that the Peerless Camera Stores, 
on Lexington Avenue, in New York City 
has a fine film called “Speedway”, it has 
some excellent shots of the 1937 European 
Grand Prix season as well as the 1937 
Indianapolis “500”. 

The film “Speedway” sells in its 8mm 
form for $4.27 and lasts approximately 13 
minutes. 

Peter Kilduff 
New Britain, Conn. 


TIRES 

In regard to the statement credited to 
Firestone’s McCrary, “There was talk later 
that we wouldn’t sell them tires.” (Monza, 
1958) . 

On the contrary, English and Europeans 
were high in their praise of the helpful 
attitude of Firestone’s crew. There were 
two reasons for their forced refusal of Fire- 
stone’s aid. First, their drivers were almost 
without exception under contract with 
non-American tire manufacturers. That in 
itself would have been enough. Another 
strong reason was that their cars were not 
designed for the tire sizes available. It 
would have been possible to change wheels 
but this would result in other problems. 

Mark Lintz 
Big Springs, Neb. 

Yes, indeed. A little-known fact about 
well-known races is that many manufactur- 
ers of automotive products, especially of 
oil, tires and spark plugs, contribute finan- 
cially to those racers who compete using 
their products. In Europe, the driver’s con- 
tracts with these companies may well bring 
in more loot than the race organizers’ 
starting or prize money.—Ed. 


(Continued on page 10) 





FREE with every purchase of $15.00 or 


over! 


‘THE RACING DRIVER: 
The Theory and Practice of Fast Driving 


motorsport journalist 


$5.00 


Order #200 on coupon below at regular price of $5.00, or we shall 
send it to you FIREE when your order on the coupon below for 
~ other sports car books, etc., listed here is $15.00 or more 


Brand New Book for expert and novice racing drivers and all sports car 


enthusiasts who 
driving. 


sit beside Moss, 


Fangio and Hawthorn at speed, 
§ Clearly written yet a thrilling adventure to read, 
covered book (6” x 9” 
and fast driving what our standard book, Campbell’s: 
Design and Performance is to the sports car — 


want to practise and understand better the art of fast 
The author is the only person who has been 
over and over again with Fangio, 
drivers. Jenkinson gives you an absolutely unique ‘ 


a racing passenger 
Hawthorn and other top racing 
“eye-witness” report: you 
driving at the limit. 
this big, handsome, hard- 
with 35 Photographs and Diagrams ) is to racing 
THE SPORTS CAR: Its 
the best book on the subject 


Moss, 


in the world. Here are some of the points THE RACING DRIVER: The Theory and Practice of Fast Driving covers: 


Chapters: 1. ART: Subconscious Instruction, 
sonal Limitations; 2. DETERMINATION: 
Car Racing, “The Will to Win”, 
Limit from Start; 3. ‘‘TENTHS"’: Evaluating Driv- 
ing Ability, “On the Limit”, ““Dicing with Death’, 
Record Laps; 4. LEARNING: The Technique of 
Reducing Lap Times, The Off-Line Technique, 
Instrument Reading, Importance of Simple Instru- 
ment Lay-out; 5. STARTING: ‘“‘Gamesmanship”, 
“Jumping the Flag’, Alternative Methods, The 
Le Mans-Type Start; 6. ‘‘TIGER'': Hawthorn and 
Moss, Accepting the Challenge, ‘“Tigers’’ versus 
Bulls; 7. ‘‘*MOMENTS"': Wheel to Wheel, Panto- 
mime, Proprioceptors, Regaining Control, Flick- 
Turns; 8. FRIGHT: Experience and Anticipation, 
“Speed Happiness’’, Fighting Instincts; 9. ANALY- 


Per- 
Sports 
Driving to 


200. THE RACING DRIVER: The Theory and Practice of Fast Driving, (on purchases less than $15.00) 


$iS: Anticipation, Chain Reaction, Human Falli- 
bility, Vision at High Speeds; 10. THEORY: Side- 
Thrust and Slip-Angle, Front and Rear Slip- 
Angles, Under-, Over-, and Neutral Steer, Steering 
Corrections; 11. UNDERSTEER: Under Acceleration 
and Braking, Front-End Break-Away, Tazio Nuvo- 
lari, Sidecar Acrobatics, Moss and the 300SL, 
The Value of Induced Understeer; 12. OVERSTEER: 
Power-Control of the Rear-End, W196, Super 
Squalo and Lancia DS50, On a Hairpin Corner; 
13. INSTINCTS: “‘Heel-and-Toe”, The Wrong Pedal, 
Stop or Get Round Somehow?, Skillful Recov- 
ery; 14. MORALE: Pit-Stops, A Renewal of Faith, 
Italian Sympathy; 15. RETIREMENT: Right Moment 
and Right Manner, Old Hands, Selfishness, 
Philanthropy. 


..$5.00 





184 Official TR-2/TR-3 Factory Manual $15.00 
181 Official MGA Factory Manual $10.50 
57 Complete Jaguer Factory Service Manual 
for MK VII and XK 120 Models. For XK 140 
owners also $12.50 
48 Austin Healey 100-4 Factory Service Man- 
val Thru ‘56 $12.50 
3 


204 All Abcut The Volkswagen: A Chdapéahiientve 

and Technical Manual for Engineers, Owners, 

Mechanics and Top Tuners. By Henry Elfrink. 
$3.50 

205 The Vanwall Story by Klemantaski & Frostick. 
$4.5 

206 Lotus: The First Ten Years by Ian H. 

207 Manifold Pressures by Brockbank 

208 Motoring Is My Business by John Bolster $4.50 


46 Marschalk Rally Speed Figure-Outer $10.00 
179 Stevens Rally Indicator Model 25 most accu- 
rate computer available, 9-inch diameter . . . $14.00 
ae Yl” SEs $5.00 
84 Volkswagen Owner's Handbook.. -.-$2.00 
151 Modern Sports Car by McCahill... $3.95 
155 The Sports Car: Its Design and Performance, by 
Colin Campbell. Recommended by the Technical 
Correspondence Editor of Road & Track as the 
best reference book on suspension and chassis 
design. The first thorough and systematic treat- 
ment of the sports car from a technical point of 
view, yet in a layman’s language. ...... $6.50 
141 Grand Prix Car, Vol. 1 by Pomeroy 
142 Grand Prix Car, Vol. 2 by Pomeroy 
143 Grand Prix Car, 2 volume set 
1 Alf Francis, Racing Mechanic. With foreword. ‘by 
Stirling Moss. Unique in coverage $6.50 
164 Automobile Year 1958 
163 Automobile Year 1957 
115 Car Anny As An Art by Davis, Rev. Ed. $3.50 
NEW MODERN SPORTS CAR SERIES 
59 Guide to Buying a Used Sports Car by John 
CARINE cnsusncnusipatsiesinetncieptnincieaeiiaiiiinntanseniercerséneteee $1. = 
Jaguar Guide by John Bentley... $1. 
Guide to Competition Driving by P. O'Shea $1. 95 
Guide to Rallying by Larry Reid $1.95 
Sports Cars of the World by Robert Halmi. ty 4 
Porsche Guide by Sloniger $1.9 
Motor Scooter Guide by Kahn 
MG Guide by J. Christy & K. Ludvigsen. $1. 95 
72 Great Racing Drivers, by Tanner. $1.9 
186 Women in Sports Car Competition, by Mull. $1.95 
Corvette Guide, by Dr. R. K. Thompson. 1.95 
188 Volkswagen Guide, by William Carroll. $1.95 
Sports Clothes for Sports Cars, by Weitz. $1.95 
Accessories for Your Sports Car, by Reid. $1.95 
Your Sports Car Engine, by Ludvigsen. ....$1.95 


49 Scottie Book of Motor Racing by S. Moss.....$1.00 
152 The Bugatti Book compiled by Eaglesfield $7.50 
210 M. G. Cars by C. P. Davidson ...... ..$3.25 
182 Bell 500TX Racing Helmet, with visor (not face 
shield). Approved for SCCA-sponsored races and 
driving schools. Give Hat Size ...................... $38.50 
202. Bell SOOTX Racing Helmet, with shatter-re- 
sistant bubble face shield. Give Hat Size ........ $43.45 
203 Shatter-resistant bubble face shield only, to 
fit #182 above. Give Helmet Size $4.95 
183 Bell SOOTX Racing Helmet, as above but with- 
out visor or face shield. Give Hat Size .-.$36.50 


138 Design and Tuning of Competition Engines by 
P. Smith. Greatly expanded and revised new edition. 
Easy to understand, covers the whole field. ..$7.50 
Aut bile Engi "s Ref- 
erence Book. 57 British auto- 
mobile specialists contribute 
half-a-million words in 1664 
pages, 1010 diagrams, 255 
photos in 30 main sections 
covering every aspect of the 
design and production of 
eae $20.00 
36 The Big Race. The Story 
of Motor Racing $4.00 
161 The VW Story, 
Expectation 
28 The High Speed Internal 
Combustion Engine by Ricardo. 
The classic work $12.00 





Automobile Chassis Design $9. 
Maintaining the Breed. Saga of MGs ....$5.‘ 
Tuning and Maintenance of MGs . 
99 MG Workshop Manual 
85 Tuning and Maintenance of MGA by P. Smith. 
Devoted entirely to MGA and Magnette. ......$5.00 
58 Motor Racing edited by Sammy Davis. "$8.50 
4 Aston-Martin; Story of a Sports Car 1921-1957 
—357 pages, fully illustrated $12.50 
17 Sports Cars, Rallies, Trials, & Gymkhanas big 
84%” x 11” pages. For expert and novice $6.00 
18 Three-Pointed Star: The Story of Mercedes-Benz. 
Far-and-away the best book on the Mercedes. 542” 
x 842”, 478 pages, 78 photos. 8 
12 High-Performance Cars 1958, 
5 Tuning for Speed and E 








Editions of Judge's Motor Manuals now ready! 
64 Motor Manuals, Vol. 1, Auto. Engines $5.00 
65 Motor Manuals, Vol. 2, Carburetors and Fuel 
Injection Systems 5.00 
67 Motor Manuals, Vol. 4, Car Maintenance and 
Repair . $5.00 











Chip THIS COUPON—CIRCLE THE BOOKS YOU WISH 


To ROBERT BENTLEY, INC., 993 Massachusetts Ave., Cambridge 38, Mass. 


1 —, $ 
}1 3 18 28 36 37 41 45 
9 7° $3 61 62 63 64 65 67 
I 71 72 76 84 85 99 100 115 138 141 142 143 
l 152 155 161 163 164 179 181 182 183 184 
12 187 = 189 190 191 200 202 203 204 205 206 
208 210 
__. 200 Free under special offer. Please check. 


in check or money order. 
46 48 
69 70 


ci ao I 
Please supply books circled at left. Send = 


Name 
Street 


State 
Add 50c to remittance. 


City . . Zone..... 


7) Check for Special Del. 
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Moto Meter 
PRECISION INSTRUMENTS 


This is the AMMETER 
you need to help prevent sudden electrical failures. It 
will provide you with a constant and accurate check of 
your car's entire electrical system. Heavily-chromed, 
dial-face frame ring, 1%’ in diameter. Can be used 
with any six-volt system. Model 502/40, $4.95 


ra 






This is the FUEL LEVEL GAUGE 
you need to “watch-dog” your fuel supply. All-electric, 
with ruggedly constructed chrome case and luminous 
Model 1836/40, $14.95 


pointer. A snap to install. 


This is the OIL TEMP GAUGE 


you need to give your engine the protection it deserves. 
Warns of over- or under-heated oil. Mounts easily in, 
or under, the dash. For all years, models, VW and KG. 

Model 1830/40, $12.95 







This is the INDOOR-OUTDOOR 
THERMOMETER 


you need to warn you of icy roads. When the red light 
goes on, proceed with care! For 6 or 12-volt systems. 
Model TH-311, $9.95 


These are the TIRE TESTERS 
you need to protect your tires. Improper inflation can 
damage them, cause blow-outs. So be sure—and safe— 
with accessories by MotoMeter! $2.95 






FREE! Twelve-page illustrated brochure packed with wonderful 
items for all sports car enthusiasts! 


FISHER PRODUCTS * 21-25 44th Drive « L. I. City 1,N. Y. 
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(Continued from page 9) 


WINDY MORGAN 

Regarding your September Road Test 
of the Morgan Plus Four Coupe, my 
thanks to you for exposing me to this fine 
“marque” as you put it. Since reading 
about the automobile I’ve succeeded in 
scuttling a tired TD in favor of a new 
Morgan Coupe identical to that of Mr. 
Spencer's. 

One statement in your otherwise out- 
standing review of the car continues to 
puzzle me...“With the top down, win- 
dows and windshield removed”... Fortu- 
nately for Mr. Spencer—whose car would 
never have been the same—no attempt was 
made to “remove the windshield” which 
happens to be an integral part of the body- 
work, justifying the British title of 
“coupe.” 

Bob Lackman 
Seattle, Wash. 
Maybe we could remove the glass?—Ed. 


C.S.C.C. 

In the interest of pair play and accuracy, 
I feel that I must point out a few errors in 
Leonard Pruyn’s otherwise rather interest- 
ing article, “The Quick and the Dead,” in 
your December issue. 

Mr. Pruyn states that the California 
Sports Car Club, “a local area-wide racing 
fraternity...” (whatever a “local, area- 
wide racing fraternity” might be) “...have 
never released an adequate explanation 
for their reasons in not making roll bars 
mandatory.” To put the facts straight, the 
California Sports Car Club made roll bars 
mandatory early this year and this regula- 
tion has been in effect throughout the 1958 
racing season. 

Such inaccuracies as this, plus Mr. 
Pruyn’s statement that “CSCC is fairly new 
to the racing game” do not present either 
a fair picture of the California Sports Car 
Club or the sport of motor racing. For 
Mr. Pruyn’s information, the California 
Sports Car Club sponsored its first road 
race in 1950, is the largest independent 
sports car club in this country, and in 1958 
sponsored over twice as many miles of 
sports car racing as any other single club 
in the United States. 

For the enlightenment of SCI and Mr. 
Pruyn, I enclose copies of the California 
Sports Car Club’s magazine featuring a 
two-part article on road racing safety. This 
article, called “Facts of Life ...and Death,” 
is a good presentation with the Cal Club’s 
attitude toward and concern with the sub- 
ject of safety in sports car racing. 

James T. Crow 
Hollywood, Cal. 

We apologize to the California Sports 
Car Club for the goof. Mr. Pruyn sent in 
a correction to his story, but unfortunately 
it did not reach us before press time. Dead- 
lines can be deadly.—Ed. 











REALLY RUSSIAN 
In the December 1958 issue on page 23 
you show a picture of a Russian racing car. 
Upon close study of this picture I notice 
that the fenders on this “Red racing ma- 
chine” are suspiciously similar to the 
fenders on my 1934 Ford Coupe. 
Could it be that the Russians really 
invented the Ford? 
Skeptically yours, 
Jim Gilligan 
Los Gatos, Cal. 
News is news only because it’s new. The 
trouble is that some folks don’t believe in 
things they haven’t seen before. What can 
we do?—Ed. 


F.1.A. 

I read with considerable interest in your 
December 1958 issue the letter by Mr. 
Beck. I would think that, in the meantime, 
the FIA has fully taken care of the whole 
situation because, as you know, the last 
meeting of the International Sporting 
Commission in London approved the ap- 
plication of the roll bars for all interna 
tional racing. I would think that maybe 
a note in the next issue of the magazine 
showing that FIA is on the ball, although 


it moves rather slowly, is rather appro- 
priate. 
I feel that the interest in FIA is so 


considerable that such matters should be 
corrected, don’t you think? 
Curtis J. Hoxter 
New York, N.Y. 


M-M 
Your December issue is without a doubt, 
one of the finest ever published. Of par- 
ticular interest was John Christy’s “Return 
Of the Mighty M”. Being a Detroit dish- 
pan driver who has admired these great 
Mercedes cars from afar for quite some 
time, this article sent cold chills up my 
spine. By the way, is Alfed Neubauer, the 
old “Rennleiter” still associated with 
Daimler-Benz? Also, what are the present 
whereabouts of Carracciola, Lang and Von 
Brauchitch? 
Herb Levinson 
Indianapolis, Ind. 
Neubauer is now retired, Carracciola is 
living in Switzerland, Herman Lang is 
still very much concerned with racing and 
Von Brauchitch is in retirement.—Ed. 





from Vilem B. 


IMPORTED ITALIAN 


Sala- 
Sport 


TWO PIECE 
Racing 
Suits 


s 1 6.95 ppd. 


ONE PIECE SUIT 
$15.95 ppd. 


(Pants, $7.95 each— 
Jacket $9.95 each) 


These distinctive 
garments are original 
Italian racing suits. 
Preferred throughout 
Europe for comfort and 
utility. Not only most 
practical for races, 
rallies, are also excel- 
lent for informal 
lounging. Sanforized, 
made to be laundered 
Feature elastic gathered 
wrists, waists and 
ankles. Snap mandarin 
collar. Roomy pockets 
with heavy duty zipper 
closures. Tailored poplin 
fabric. Available in: 
White; Grey; French 
Racing Blue; Red; 
Black. Men's sizes only: 
36, 38, 40, 42, 44 









Dy IMPORTED ITALIAN 

t Sala-Sport 

y / Driving Gloves 
Ce | $7.95 pr. postpaid 


Non-Slip Grip. In Skin-soft Italian leather, well 
ventilated, double leather palms. Four distinctive styles 
in all sizes, including very small and very large: your 
choice of all black; tan and natural brown; white 
leather back and tan palm; knit back and brown palm 
Sizes: 614-10 inclusive for ladies and gentlemen. 


MIRRORMATIC 
Self-Return 


Fender 


Mirrors 


$ 5.95 each postpaid 
$11.90 pair postpaid 


This ingenious British made fender mirror contains a 
torsion element and springs back to your preferred 
setting if accidentally brushed by a passerby while 
car is standing. Universal fitting allows use on either 
left or right fender. Heavily chromed on brass. Your 
choice of flat or convex mirror glass. 


rT) 


MAGE Im ENGLAND 


FIA APPROVED, BRITISH MADE 
Racing Mirrors 


wae tm CeGLane $5.95 ea. postpaid 


Shatterproof mirror in your choice of flat or convex 
glass mounted in streamlined spun aluminum cone 
housing (5-3/4 oz.). Adjustable base with positive 
locking device. Recommended for cowl mounting. 


an, 


Universal 
Fender Mirrors 
$ 5.45 each postpaid 


Without a doubt, these are the best all-round fender 


= 


either left or right fender. Streamlined pillar and 











foot. Heavily chrome plated on brass. Choice of 
convex or flat mirror glass. 


new British and Italian IMPORTS 











































mirrors available today. Universal fitting allows use on 
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Embroidered in Jacket Emblems 


full colors See 3” Emblems for left breast pocket 
example shown $1.00 ea. ppd. 

Made for: Alfa, Austin Healey, AC, Corvette, Jaguar, 
Ferrari, TR, VW, MG, Mercedes, Fiat, Renault, 
Porsche. We also offer Racing Team and Crossed flags 
& Helmet 3” patches at $1.00 ea. (Also Porsche 

4” at $2.00 ea.) 

LARGE BACK EMBLEMS §3.00 ea. ppd. 

To be sewn on back of motorall or jacket. See MG 
Emblem illustrated for relative size. Jaguar (blue, red 
black on white) ; Morgan (red on white) ; Corvette 
(authentic colors); Mercedes (white on blue) ; 

MG (red, black, blue, on white) ; Porsche (red on white) ; 
Austin Healey (red on white); Fiat (blue on white) ; 
TR (blue on white) ; Alfa (authentic colors) 


IMPORTED ITALIAN 
. Buttafarri 


Sun Glasses 
WITH NEW GRADUATED SHADING 


$16.95 ppd. MEN'S 
$13.95 ppd. WOMEN’S 


Specify Men’s Medium or Large Frame. Women’s Small 
or Medium Frame. Upper portion of lenses is quite 
darkly shaded, graduating to an extremely light tint 
in the lower quarter. This feature protects eyes 
perfectly in bright sun, yet allows ample vision for 
complete safety while driving. The ebony black frames 
are the essence of simplicity and distinction. Detailing 
and workmanship are impeccable 





FULL COLOR JEWELER’S ENAMEL 
CREST AND MOROCCO LEATHER 


Key Fobs 
$] .25 ea. postpaid 


Imported from England, impeccable workmanship 
Will hold half a dozen keys or more. STATE MAKE 
OF YOUR CAR AND YEAR. (Foreign & Corvette) 


LITTLE KING DICK 
Miniature Spanner 
$3.95 ea. postpaid incl. case 


High luster chrome finish on tool 

steel. A husky spanner ideal for that 
**hard-to-get-at’’ nut or bolt. Jaws open to 7/8” 
Solid one-piece body with smooth, tight action. Not a 
gadget. Made with same precision as its bigger 
brothers. Genuine leather case. Made in England 








Ps MONZA 
“ Quick Filler Caps 


$ 2 2 95 ea. postpaid 


As the name implies these are 

authentic Monza type quick 
filler caps with large 3-1/2” throat diameter, 
5” overall diameter. This is a basic necessity for 
drivers of competition and sporting cars. Light alloy 
construction. Complete with base. Rugged use invited, 
and of course, Monza feature of spring-loaded gas seal 


Catalog 


NOW AVAILABLE 


Profusely illustrated catalog containing hundreds of 
accessory items imported and domestic, representing 
our complete line. Catalog of automotive accessories 
for the foreign and sports car owner and enthusiast. 
50¢ ppd. (refundable on first order) 


—_— | 
ACCwSSORIES | 


_s =< | 


TO ORDER: Send check or money order. Enclose 
minimum of 1/3 deposit for C.0.D. Calif. residents 
add 4% state tax. We extend a 10-day money back 
guarantee on all merchandise 


Vile 
Des = Ue ee hI 


iN ¢€¢-@ 2? GR AEE OC 


FOREIGN & SPORTS CAR ACCESSORIES CENTER 
10305-07 Santa Monica Blvd. 

Just Three Blocks West of the Beverly-Hilton Hotel 
West Los Angeles 25, California 

BRadshaw 2-4455 or CRestview 1-3775 


DEALERS INQUIRE 
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Keep ‘em Running with 


SERVICE MANUALG.................. $6.95 ea. 


Officia! factory manuals for Australia are accurate, 
authoritative & complete. Each has many illustrations, 
charts, diagrams & drawings covering the following: 
@ ENGINE @ CLUTCH @ GEARBOX @ REAR AXLE 
@ BRAKES @ FRONT SUSPENSION @ STEERING 
@ COOLING @ ELECTRICAL @ FUEL SYSTEM 
@ BODY @ WHEELS & HUBS, etc. 

Each * denotes a separate manual as follows: 
AUSTIN * A 40 Devon '47-52 % Somerset '52-54 
% MORRIS MINOR Series MM & ohv Series 2 
* MG-TD * HILLMAN '36-55 * RENAULT 750/760 
FORD * V8 & Merc '32-48 %& '49-54 % '55-56 
* Consul-Zephyr '51-56 * Anglia-Prefect '53-56 
* MORRIS 1000 »% SIMCA Aronde & Elysee 

* FORD Consul-Zephyr Mk Il 


% VOLKSWAGEN Incl. 1957 


MG COMPLETE SHOP MANUAL 
eT eTDeTFeMGA........ Price $10.00 


This one Australian manual covers for all the MG 
models listed everything included in the factory man- 
uals. Includes competition tuning for TC, TD and TF. 
SU CARBURETORS & FUEL PURPS... _Ailtgn....$3.75 
In stock but limited. Very hard to g 

TUNING & MAINTENANCE OF THE MG "Melee $5.00 
Philip. Smith, author of many tuning books, covers 
MGA & ZA Magnette with expert advice in text & pix. 
Tips will also work on Morris . . . with caution! 
TUNING & MAINTENANCE OF MG's 's (to TF-1500)....$5.00 
Same author as above book but on different MG's. 
M.G. WORKSHOP MANUAL (1930 to TF-1500)........ $8.50 
Overhaul & tune 7 ad _— bumper to tail light. 

MG TF FACTORY MANUAL... cece eeseee $10.50 
AUSTIN HEALEY 100 sie Siiop MANUAL (Mfgr)... Ho 50 
AUSTIN HEALEY 100 Four SHOP MANUAL (Mfgr). rm ~ 
VOLVO SERVICE MANUAL (Mfgr) 


RENAULT DAUPHINE REPAIR MANUAL.................. 33. r+ 
Clymer book. NOT a shop manual but very good. 
CROSLEY SHOP MANUAL . 


all models................ $6.00 
ALL ABOUT THE VOLKSWAGEN (Maintenancewise)..$3.50 
Latest repair handbook on VW has 1958 data as well 
as speed tuning. NOT a shop manual but very good. 


OMNIBUS OF SPEED 


An unparalleled volume (over 500 pgs & 85 illus.) 
of well written meaty words on a subject dear to 
motor enthusiasts. In 4 terrific sections @ THE 
WORLD OF MOTOR SPORT © THE MEN @ THE 
MACHINES e@ on ARENAS authors of note & 
authority (S. Davis; Count Johnny Lurani; 
Ken Purdy; ‘ohn item Stirling Moss; Rex Hays; 
Griff Borgeson; John ‘Bolster; Rudy Caracciola; 
Denis Jenkinson and many others) describe in 
inimitable fashion the story of speed from the 
1903 Paris-Madrid race to the 1957 German G.P.; 
from Oldfield to Fangio and from Bentley to 
Corvette. Price $5.95 


MODERN SPORTS CAR SERIES....$1.95 ea. 


New series of books for Enthusiasts. Packed with 
photos facts & figures each is written by an authority. 


New Guides Just Out 
CORVETTE GUIDE; Long awaited. History, spex etc. 
YOUR SPORTS CAR ENGINE; Care, feeding & tuning. 
WOMEN IN SPORTS CAR COMPETITION; Nuf Sed. 
SPORTS CLOTHES FOR YOUR SPORTS CAR; Dress up. 
ACCESSORIES FOR YOUR SPORTS CAR; What to add. 
VOLKSWAGEN GUIDE; Spex, History, Maintenance. 


Previously Published 
PORSCHE GUIDE; Shows all, tells all on History, Spex, 
Tuning, Driving, Maintenance & Racing. 

MG GUIDE; ‘‘The works” on this car by J. Christy. 
GREAT RACING DRIVERS OF THE WORLD; 40 of ‘em. 
SPORTS CARS OF THE WORLD; Spex, Photos, Prices. 
GUIDE TO RALLYING; From beginning to winning. 
JAGUAR GUIDE; Maint, Spex, History on all types. 
USED SPORTS CAR BUYERS GUIDE; Don’t get stuck. 
COMPETITION DRIVING GUIDE; Paul O’Shea advises. 


Any 3 titles......$5.50 SPECIAL Any 6......$10.50 


SAFETY | ng 


BELTS 


U.S. Air Force nearly new 100% Nylon, 3” wide with 
quick release. Safest of all. Can be dyed. 
With swivel fittings ready to insteall................ $12.95 

















CAR DRIVING AS AN ART................ $3.50 


By Sammy Davis, famous British all around 
motorist. One of the best books on ~~ Every- 
thing from “Unditching” to Driving for Perform- 
ance. 











In California PLEASE ADD 4% tax on all orders. 


AUTOBOOKS .. 


Burbank 3, California 
“a2 
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IMPORTED GAUGES 
Omego Service Parts Corp., 350 5th Ave., 


New York City announces the importation 
of a line of car and truck tire gauges pre- 
cision made by Messko of West Germany. 
These gauges are of rugged construction 
and the glass enclosed calibrations are easy 
to read. The line includes blow guns and 
dual chuck gauges for service station use. 


MIRRORS FOR ALL 
Convex, Plain, bolt-on or clamp on— 


Globe Automotive Imports, 151 Ward St., 
Montgomery, N.Y. has imported mirrors 
to fit any car. They also carry spare 
mirror glasses which occasionally could 
come in very handy. Write Globe Auto- 
motive Imports, Inc., Box 508, Montgom- 
ery, N.Y., for further information. , 





TIME FOR EVERYTHING 


The Heuer ‘Ring-Master” is the first 
completely new stop watch since the inven- 
tion of the original prototype nearly 100 
years ago. Due to its 7 interchangeable 
and individually calibrated rings, this 
watch can be instantly adapted for almost 
any type of timing. Retailing for $75.00 
further information may be aquired from 
Louis Aisenstein & Bros. Inc., 16 E. 40th 
St., New York City. 
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MERIT MODELS 


The “Merit” Plastic Car Kits are made 
in England — 614 inches to 1/24th scale. 
Parts, racing numbers, and cement are 
provided for all models now available. 
You can now have your own “D” Jaguar, 
Lotus Bk XI, Connaught, GP Maserati, 
GP Ferrari, Cooper Mk IX, Aston Martin 
DB3S, Vanwall, GP Mercedes Benz, Simca- 
Gordini, B.R.M., and others. The kits may 
be ordered from R. Gordon & Co., 32 E. 
59th St., New York, N. Y. 


gag ee 





FITTEDS THAT FIT 
Now the space problem of the MGA can 
be solved by this custom-designed luggage 


made especially for this car. The set con- 
sists of two cases, the smaller case fits in 
the space between the spare tire and the 
back of the trunk, while the larger case 
rests on the spare and is held in place by 
the smaller case. Constructed of basswood, 
with plywood side panels the luggage is 
covered by a plastic coated fabric in a 
simulated leather finish. A similar set is 
available for the Austin-Healey. For price 
and information contact the Warren 
Leather Goods Co., Worcester, Mass. 


mie 
nee 


HOOD STRAPS 

For high speed driving or just plain 
security on the road, a hood strap is an 
asset to any sports car. Besides being deco- 
rative, these leather straps give protection 
from a sudden sprung hood. For short: 
straps to fit Corvette, Porsche, MGA and 
Triumph contact Vilem B. Haan, P.O. 
Box 54, Beverly Hills, Calif. $9.95 the pair. 

















THRILL Ae 
to a 


totally new 
driving 
experience! 























FOR YOUR BADGE BAR 
Beautifully enamelled 
3-color ABARTH SHIELD: 

2%" high $1.95 
2%" high $2.95 





—_—_—__ 
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Vw $34.50* 
and KARMANN GHIA (1955 and earlier, 
(‘56 and later) $32.50* ) 






ABART 


Free-Exhaust Systems 


make all the difference in the world! 





Consider this— the ABARTH will give your car up to 
28% more power, plus...even more economy than 
you originally paid for, plus...longer engine life! 
With the unique ABARTH Free-Exhaust System, you 
can actually enjoy big-car, surge-ahead power, and 
still reduce your car’s fuel consumption! 

Here’s proof of ABARTH superiority! In 1957 and 
1958—at Sebring, the Milie Miglia, in Reims, Rouen, 


San Remo and Monza—every winning car was 
equipped with an ABARTH Free-Exhaust System! 


USE THIS CONVENIENT COUPON TODAY! 


FISHER PRODUCTS + 21-25 44th DRIVE - LONG ISLAND CITY 1, N. Y. 











Name Cur Year 

Address City State 

Please rush free ABARTH catalogue! | own: 

C) Alfa Giulietta Sprint Exhaust System ....$69.50 (1 Mercedes 190-SL Exhaust System ....,... 44.50 

(D Alfa Giulietta Spider Exhaust System .... 79.50 (] Mercedes 219, 220, 2208 ....................... 42.50 

(] Borgward Exhaust System, All Models. 39.50 {1 Peugeot 403 Exhaust System ................. 49.50 

(J Fiat 600 Exhaust System, All Models.... 19.95 C) Porsche 1300, 1500, 1600, 1600S.......... 44.50 
* ABARTH systems C) Fiat 600, wits sports manifold ............ 44.50 C] Renault 4-CV Exhaust System .. wices TED 
one Long Island City (J Fiat 1100 Exhaust System, 1958 ........... 49.50 C) Renault Dauphine Exhaust System........ 27.50 
vag 9 ee Se ee eee 69.50 [] Simca Aronde, All Models .................... 49.50 

(0 Jaguar XK-140M, XK-150 .......... 79.50 () Volkswagen, 1955 and earlier................ 32.50 

Eee MIE” GIT xs ciiccncnindnnsniccasipninnieneitets 44.00 [] Opel Rekord, 1958, 1959 oo... cseees 42.50 
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Marion’s 
Meanderings 


By 
Marion Weber 





Hi, there! Thanks to the faithful readers of 
this magazine we have done it again. We 
have pulled off another caper worthy of 
Charlie Brown. Our contest to “Name The 
New Mitten Material” drew so many entries 
we nearly had to have another contest to 
select a name from the batch submitted. Our 
judges, however, drunk with power (and 
reeking slightly of olives) emerged from their 
judging session with a unanimous choice and 
callously eliminated hundreds of worthy 
ideas. In fact so many good names were 
submitted that we are considering the 
thought of turning out some new products 
just to use them. For the non-alert reader, 
let us explain that we staged a contest via 
this publication to find an apropos tag for 
the new fabric from which we are tailoring 
our water-repellent Mitten car covers. This 
material is a light weight, fine quality poplin 
which has been treated with silicones to 
repel moisture yet remain porous so that it 
will “breathe” ... permitting moisture laden 
air trapped under the cover to escape. Pre- 
venting fog, dew and mist from condensing 
on the wood, chrome, leather and fabric por- 
tions of your car is important to keeping it 
new-like. Equally important, of course, is the 
act of erecting a shield against fine, gritty 
sand and dust particles which cut and cause 
rot. The new Mitten fabric does just that and 
it is light, easy to put on and remove, folds 
into a small bundle and will last a long, long 
time. During that time it is steadily saving 
you money. 


With all these thoughts bouncing around in 
their active little minds the readers sent in. 
names like crazy. And, like we said, one has 
been selected. It is now being checked out 
with the copyright office and next month, if 
you can stand the suspense, that name, the 
name and address of the winner and nine 
runners-up will be featured in this space. 
Don‘t miss it. Meanwhile, order a Mitten for 
your car and cash in at trade-in time. If your 
car isn’t listed below, write for free quote. 





Healey Hugger 
Triumph Tunic 
Alpha Apron (Spyder) 


$24.50 (Water repellent 
not plastic) 


MG Mitten $17.95 Lightweight Canvas 


Porsche Parka 


Jaguar Jacket (XK 120) 
$22.95 Canvas 


Volks Vest $29.50 

Ghia Gown 

Jaguar Jacket (140-150) 

Mercedes Muff (L90-300SL) $27.95 Canvas 
Corvette Cap $32.50 
Thunderbird Tepee 


NEW CATALOG IS ON THE PRESS 
RESERVE YOURS NOW 


MG MITTEN, INC. bept. s-s 


Box 157, South San Gabriel, California 
Showroom: 3044 N. San Gabriel Bivd. 


Phone: CUmberland 3-7236 











CEYLONESE CHEVS 

Although it may sound surprising to 
you, motor sport has taken a tremendous 
hold on us in Ceylon, and your excellent 
journal. is immensely popular with the 
local enthusiasts. 

I need your advice regarding a change 
of engines in my single-seater racing spe- 
cial (offset seating, as in sports cars) . Al- 
though its sturdy MG XPAG 1250 cc en- 
gine has been tuned to its limit (Laystall 
hop-up, etc.) , giving approximately 85 bhp 
on Aviation gas, I would now like to have 
more power in reserve and consequently 
am thinking of installing one of the smaller 
American V8s for participation in our 
Formula Libre events. I believe a number 
of MG TC and TD owners in the States 
have successfully managed to do likewise. 

Of course I shall have to drastically 
modify the bodywork, etc., which is of 
aluminum and considerably smaller than a 
stock TD’s The car weighs 11 cwts. (1232 
lbs.) with a front track of 56 inches and a 
wheelbase of 137. 

Please advise me as to two or three suit- 
able V8 units. Accent should be on ease 
of maintenance, as spares are not easily 
obtainable in Ceylon. Light weight and 
squat shape would be helpful, Personally, 
I would prefer one of the following makes 
which are represented locafly—say, 1954 
onwards: 

Ford, Chev, Dodge, Plymouth, DeSoto, 
Studebaker, Mercury, and Buick. 

Spares are especially easy on Fords and 
Chevs. Incidentally, I would be more than 
satisfied with a minimum of 150 bhp in 
standard trim. 

Furthermore, will the TC gearbox and 
rear axle stand up to the extra strain? If 
so, how should I mate the big V8 with the 
MG gearbox? I don’t have to worry about 
brakes, suspension, steering, etc., as these 
are all competition tested non-MG com- 
ponents. 

Incidentally, present tyre sizes are: 
front, 5.25 x 16 and rear, 6.00 x 16. How- 
ever, I could easily fit larger tyres at the 
rear in view of the greater power available. 

Thank you for some very entertaining 
hours of reading. 

Kasi B. Rustomjee 
Colombo, Ceylon 

In view of the contents of this issue, 
your letter hardly needs an answer. But 
it gives me a chance to emphasize a couple 
of points. 

For simplicity, the use of the four-speed 
Chevrolet gearbox is almost mandatory. 
It’s rugged, too. The vastly increased 
torque will be better handled by also using 
a final drive (rear axle) unit from an equiv- 
alent size American car. 1948 and earlier 
Ford center sections are popular; one 
reason is that when you can afford it, the 
Halibrand quick-change center section 
uses. all the same innards. 

To start out with, you may indeed want 
only the stockest of stock engines. With a 
two barrel carb, the currently mildest 
Chev V8 puts out 185 bhp (advertised) and 
the four barrel Super Turbo-Fire (!) claims 
230 horses. However, the big, four barrel 
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carbs seem to be very difficult to set up so 
they don’t flood out in hard turns. So when 
you get tired of only 185 bhp, why not try 
an Edelbrock manifold which carries two 
or three Strombergs? Lots of breathing 
without the float chamber problems. 

Say, are you sure you measured the 
wheelbase from wheel center to wheel 
center? Eleven feet plus is sure long. 

CHEVR-EALEY? 

I would like very much to install a Chev 
V8 in my Austin-Healey. I understand that 
from the weight point of view it works out 
very well, simplifying suspension changes. 
Have you any data on this? 

Tony Fair 
Elliot Lake, Ontario 

No doubt about it, Chevvies are being 
put in everything but go-Karts these days. 
Our favorite Healey-Chevy combination 
is the blue and white Dick Matthews con- 
version. In place of 519-pound Austin en- 
gine went a 546-pound Chev 265 cubic 
inch V8. Four of the 27 pounds gained 
were dieted off by fitting a Jaguar transmis- 
sion (3.4 ratios are closest) which weighed 
87 pounds. Happily, the Chev clutch fits 
the Jag shaft perfectly. 

If the job were being done today, he’d 
probably use the Chev four-speeder. Closer 
ratios and eliminates the adaptor plate. 

More dieting occurred when aluminum 
manifolds, special exhaust headers and 
lightened  clutch-flywheel combination 
were installed. 

He also used a Jaguar rear axle and 
drive-shaft to take the extra torque of the 
V8, After these basic steps, he got into 
many refinements which we haven’t space 
to cover in detail such as stiffer front coils, 
additional frame bracing at the front, and 
a Corvette radiator, 

An important point: a long notch is re. 
quired in the frame to provide clearance 
for the starter motor. 


SWAP OR RESTORE? 

I am becoming a consistently firmer sup- 
porter of your increasingly fine and notice- 
ably improving magazine. I am an enthusi- 
ast and a hopeful, whatever that means. 

I have some questions, In digested form, 
since you probably know the questions as 
well as the answers, it’s this way. I have a 
Mark V Jaguar which I am restoring. 
Should I put in a Chevy V8 or should I 
have the 14-quart (oil capacity?) push-rod 
six rebuilt? Can the six be pepped? If so, 
how so? Am I a creep? 

That’s really it in a nutshell, Everyone 
I talk with says something different. I 
would like the extra power of a Chevy but 
I fear the expense and the ability of the 
rest of the car to take the engine. I would 
like a rebuilt 31% liter original engine but 
the parts for it are equally expensive; be- 
sides, it is not a very powerful engine and 
it is so poopy. 

Maybe you know someone with a rebuilt 
31% liter engine for sale. Maybe a super- 
charger. I really need some sound advice. 

Phillip Chronis 
Los Angeles, Calif. 


If your aim in restoring your Mark V is 
to take part in Concours d’Elegance events, 
then the engine swap would be strongly 
frowned They probably wouldn’t 
even let you buy a spectator’s ticket. But 
for pleasant motoring in a car of distinc- 
tive styling, 


upon. 


an engine swap has lots to 
recommend it, especialy if you can prom- 
ise yourself to forswear drag-racing, formal 
or informal. 

Why don’t you install an ohv Ford 6. 
The rear end of this engine will mate quite 
simply Jag’s transmission and you won't 
have the width troubles noted on pages 
46-47. 


economy, 


The Ford has lots of torque and 
too, as well as fitting better. 
Just because the Chev V8 has become 
extremely popular for engine swaps is no 
reason for it to be chosen automatically. 
After all, there are other good engines in 
production today. 


CHEVROLETS IN ANCIENT HISTORY 

It may come as a bit of a surprise to 
many readers to learn that the first Chev- 
rolet V8 engine was introduced in 1917, 
the sixth year of the company’s history. 
Points of similarity include the 90° vee, 
overhead valves. Note well-ventilated bell 
housing. 


a) 


SIMCA-CHEVY 
Other readers might like to hear of my 

1951 Simca convertible, powered now by a 
Chevy Corvette engine. It does 0-60 in 5.5 
seconds and top speed is over 130 miles per 
hour. 

Jack Fink 

Alameda, Calif. 


HISPANO-ISETTA NEXT? 

We wandered into a neighboring auto 
shop the other day to find this interesting 
project underway. More details in a future 
issue. 
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LUGGAGE RACKS 


ACCESSORY ENGINEERING 
P.O. BOX 415—1054 DUNCAN PLACE 
MANHATTAN BEACH 1, 


see these items 
at your dealers 


ORIGINAL REMOVABLE LUGGAGE RACK — completely 
removable. Consists of a heavily chrome plated tubu- 
lar steel frame and sturdy, finished hardwood slats. No 
holes to drill. Sits on four large, stain-proof rubber 
suction cups, and is held in place by 6 web straps 
Fits Austin Healey, MGA & Triumph. (Please state 
make and year) 


LUXURY MODEL REMOVABLE LUGGAGE RACK — The 
specifications and descriptions are the same as the 
Original Removable Luggage Rack except the hard- 
wood slats have been replaced by triple chrome 
plated tubular steel bars. Fits same as above....$27.50 


MGA GRILLE GUARD — Strongest grille guard on the 
market. Easy to install, bolts directly to the frame, 
no holes to drill. Heavily chrome plated $19.95 


Manufactured By 


Prices include Postage 
Add 4% Tax in Calif. 


CALIFORNIA Sorry, No C.O.D. 


Dealers inquiries invited 




















They passed up untold millions to build hot Fords 


The Brothe 


OUIS CHEVROLET is remembered 
as a man who designed a wine-pump 
and an automobile. The wine-pump 

didn’t amount to much and he made little 
money from it. The automobile, the 
Chevrolet, became one of the legends of 
the century, a fountain from which bil 
lions of dollars flowed, but not much went 
Louis’ way. He was a racing driver, too 
Louis, and so were his brothers, Gaston 
and Arthur. 

Ihe Chevrolets were Swiss who moved 
to Burgundy in France from La Chaux de 
Fonds when Louis was an infant. As a 
young man he ran a bicycle shop, he in 
vented his wine-pump and he came to 
America in 1900 to represent a French 
manufacturer. He lived in Brooklyn and 
he worked as a mechanic for a foreign car 
dealer, E. Rand Hollander. Gaston and 
Arthur had come across the Atlantic with 
him, hot with pride and energy, full of 
hope. France was the world capital of 
what was called automobilism in those 
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Faston Louis 


by Ken W. Purdy 
days, and the three Chevrolets all wanted 
the same thing: a wheel, a ride in some- 
body’s racing car. Hollander introduced 


Louis to Alfred Reeves, a race promoter 
who was looking for new boys to throw 
into the pit against the great Berner Eli 
Oldfield, a converted bicycle racer who'd 
been blowing off everybody with Henry 
Ford’s “999”, handle-bar steering and all. 
Louis was a hungry tiger and he went. He 
beat Barney Oldfield three times in 1905, 
once in a 10-mile race at Brunot’s Island, 
Pittsburgh, once at Hartford, Connecti- 
cut, once at Morris Park, N.Y. Walter 
Christie, inventor of the front-wheel-drive 
Christie racing machine, was in the Mor- 
ris Park field. Louis drove a 90 FIAT in 
those races. 

He made the FIAT team for the Van- 
derbilt Cup race of 1905, and he wrote off 
the first car assigned to him, a 110 FIAT, 
laying it into a telephone pole. He took 
another car for the race itself, a 90, and 
was in 8th place at 150 miles when he hit a 
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second phone pole. He was a heavy-footed 
driver, Louis, and so were his brothers. In 
the opinion of Peter Helck, whose view of 
the period is authoritative, all the Chevro 
lets were rough on the machinery. 

The Chevrolet driving style attracted a 
man who moved in much the same fashion 
in his own field: William Crapo Durant. 
Durant, a promoter who operated on the 
principle that $1000 was the smallest unit 
of U.S. currency, thought it would be 
nice to have a Chevrolet for a chauffeur. 
In 1908, when this notion occurred to him, 
Durant was head of General Motors, a 
company he had organized. He had been 
head of his own insurance agency when 
he was 21, and a millionaire carriage ty- 
coon before he was out of his thirties 
Promoters behind the Buick car being 
made in Flint, Michigan, asked Durant 
to come in and take over. He gladly did so. 
He raised Buick capital from $75,000 to 
$1,500,000. He sold $500,000 worth of stock 
himself—in one day. Price of the stock 





quadrupled in four years, and the Buick 
plant couldn’t keep up with orders. Every- 
body seemed in line for a killing except 
David Dunbar Buick himself, an inventor 
of fabulously diverse talent who was said, 
when he died a poor man, to have made 
at least 50 fortunes for others! 

Durant decided to organize a really im- 
pressive holding company and call it In- 
ternational Motors, including Reo, Ford, 
Buick and Maxwell-Briscoe. Ford and Ran- 
som Olds wanted too much money, so the 
deal collapsed, but Durant and Briscoe 
went ahead. They asked J. P. Morgan & 
Co. for $500,000. The Morgan lawyer didn’t 
like Durant’s attitude (almost nobody liked 
Durant’s attitude) and besides he didn’t 
see any future in the horseless carriage, so 
he recommended refusal. The decision 
cost the house of Morgan around 
$200,000,000. Durant went ahead anyway, 
and organized General Motors with a cap- 
ital of $2,000. Twelve days later he made 
it $12,500,000. Sixty days later he bought 
Oldsmobile for $17,279 in cash and some 
GM stock and was on his way. He told 
the Oldsmobile engineers what kind of 
car to make. In fact, he showed them: he 
had the body taken off his Buick and 
sawed into four equal parts. Then he 
ordered the sections moved apart from 
each other. “Make a bigger Buick,” he 
said, “with an Oldsmobile radiator and 
hood, and raise the price $250.” 

This, then, was the tycoon who in 1908 
offered to audition Louis and Arthur 
Chevrolet for the post of chauffeur. He 
took them to the dirt track behind the 
Buick works and got into a car himself 
Louis won and was somewhat surprised 
when Durant announced that the chauf- 
feur’s job was Arthur’s. Louis had been 
faster, sure, but Arthur had taken fewer 
chances! However, there was a nice con- 
solation prize: the Buick company raced its 
cars, as every contemporary manufacturet 
of any prominence did, and Louis found 
himself in the big leagues. 

He began to run on the one-mile dirt 
tracks, and he won a fair share of the 
events he entered. Journalists of the time 
usually ranked him just after Oldfield, 
Earle Kiser and Jay Webb, the top drivers 
of the day. He ran a Cleveland in the 24- 
Hour race at Brighton Beach in 1908, and 
again in the same race in 1909 and 1910, 
placing fourth both times and sharing the 
wheel with Arthur in 1910. He ran in the 
1908 Vanderbilt, and won the Cobe Trophy 
at Crown Point, Indiana in June, 1909 on 
a stock 30 HP Buick, 396 miles at 49.3. He 
led during 9 of the 17 laps. He won a 10- 
miler at Indianapolis in 1909, again for 
the Buick team. At Lowell, Mass., in Sep- 
tember of 1909 he won the Yorick Trophy 
for 158 miles by a full 20 minutes. Trying 
for the Lowell Trophy on the same cir- 
cuit he broke the Buick’s frame after mak- 
ing the fastest lap of the day. In the same 
month he won his class at the Riverhead, 
L.I. Motor Derby, doing 113 miles at 70 
MPH, which was really flying for the time. 
He led the 1909 Vanderbilt until a cylinde1 
head cracked on the 4th lap, and in the 
1910 running he lead for seven laps and 
then had total steering failure while in 
fourth place. He wasn’t hurt, but his rid- 
ing mechanic was instantly killed. Arthur 
was running in the Buck team that year, 
too. Louis was in a 2-mile event at the 


Atlanta, Georgia Motordrome in 1909, and 
a 200-miler as well, averaging 72 in a Buick. 

Meanwhile, back at the foundry, Durant 
was making automobiles and big deci- 
sions. In 1909 he bought Cadillac. Henry 
M. Leland, who owned it, was a man who 
knew his mind. His first price was 
$3,500,000, take it or leave it in ten days. 
Durant didn’t get around to it for some 
months, when he was told that the price 
was now $4,125,000, take it or leave it, ten 
days. Durant procrastinated again and 
when he went around with the $4,125,000 
he was told that the market was up again: 
$4,500,000, take it or leave it, ten days. 
Durant scratched up the extra $375,000 
in a hurry that time. 

He tried to buy Ford for $8,000,000 (cash, 
Henry wouldn't touch anything else, and 
as a matter of fact, suggested gold cash) 
but couldn’t raise it, the far-seeing New 
York bankers goofing again with the 
opinion that this represented a ridiculous 
over-evaluation of the Ford assets. He did 
acquire about two dozen automobile and 
accessory companies, though, grabbing 
them off like a mad squirrel harvesting 
nuts in a blizzard. Among them was some 
thing called the Heany Lamp Company, 
which had cost $7,000,000 in GM_ stock. 
Heany was one of Durant’s mistakes. John 
Heany had a patent on tungsten incan- 
descent lights which would have up-ended 
General Electric and everybody else in 
the business. But GE went to court and 
had the patent declared void. Durant’s 
$7,000,000 had bought nothing. It was too 
much of a blow, and the board of direc- 
tors began to bay. They thought Durant 
needed $7,000,000. Actually the company 


(Continued on page 57) 


Cat 


Gaston and the Frontenac; to build it, the brothers missed founding a fortune. 


~4 
Louts raced at Sheepshead Bay while 


company he helped build netted mil. 
lions for others, not a dime for Louis 


Gaston would race anything for kicks. Here he races Aviatrix Ruth Law in Canada. 
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ITH EACH ANNUAL change, Zora 
WW aciusduntey, the Corvette’s god- 

father, has emphasized performance 
improvements. His theory is that to sell, 
the Corvette must first go. Styling has had 
its innings, too, but they have acted with 
more restraint than one expects from 
Detroit. 

Perhaps in acknowledgement to the dis- 
criminatory taste of the sports car market, 
external changes for 59 were of a customiz- 
ing nature only. The washboard-like, 
phony louvers on the hood and the Pon- 
tiac-like silver streaks on the trunk lid are 
now things of the past. Inside, there are 
recontoured seat cushions, a reverse lock 
on the four-speed’s shift lever and an open- 
at-the-top catch-all which fills the opening 
in front of the “sissy-bar”. Also the doo 
knob and arm-rest have been moved. En- 
gineering changes at the rear include 
newly added longitudinal radius rods to 
prevent axle wind-up and re-arranged and 
recalibrated shock absorbers. 

In discussing the new seats with Mr 
Duntov, he pointed out that this is one of 
the most difficult compromises to make in 
a high-performance car. “In a racing car, 
the seat is 100% for working, just like a 
stool by a lathe. But in a passenger Car, 
you're lucky if it’s a ‘work chair’ more than 
10% of the time. It must be easy to get 
in and out of,and comfortable for lounging 
in. The high sides of a real bucket seat are 
just right for holding you in place but 
they don’t meet these other requirements.” 

Opening the trunk, later, we discovered 
an experimental seat cushion. We tried it 
and found it lets you sit a lot lower, ac- 
centuating the side support of the cushion 
edges and increasing headroom, too. The 
secret is foam rubber in place of the usual 
coil springs, the drawback is that it bot- 
toms out too quickly on large bumps — 
sooner than the suspension. Oh, well, back 
to the drawing board. 

Commenting on the door handles, Mr. 
Duntov pointed out that after driving Cor- 
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Banked track hides considerable roll as Zora Arkus-Duntov places Corvette close in. 


vettes for thousands of miles on the Prov- 
ing Grounds, he decided to move them 
forward during a visit to Riverside, Cali- 
fornia when he had to borrow a rain- 
coat (?). The one he got had cinch-straps 
on the sleeves and he kept opening the 
door when turning left! 

The sissy bar is unfairly named, it’s 
really quite the thing for hanging on when 
the driver is trying to prove something or 
other. The trash tray appeals to us, too, 
though others have condemned it as un- 
safe. We suspect that someone must have 
been road testing with their knees tucked 
under their chin because it just isn’t that 
low. 

The world’s largest producer of auto- 
mobiles, Chevrolet offers not just a wide 
range of models, but a staggering array 
of optional equipment on each model. As 
on the sedans, so on the Corvettes. Five 
variations on the 283 V8 theme are offered, 
three transmissions (two, three, and four 
speeds) , four final-drive ratios, three brake 
lining choices and two suspensions, just to 
name the mechanical ones. 

There is some interlocking involved, for 
instance, you can’t order the Positraction 
limited slip differential with Powerglide; 
the latter must have the 3.55/1 rear end 
and cannot have the 290 hp version of the 
Fuel Injection engine. On the other hand, 
the stiff suspension is available only in 
combination with the latter engine and 
Positraction. 

For this test, the editors of SCI checked 
through the list of equipment options, 
nominating those we thought would add 
up to the most desirable all-around Cor- 
vette that you can buy. We had in mind, 
not the all-out racing version sampled in 
the December issue but a happy compro- 
mise that would be suited to both serious 
traffic and casual racing. 

Having carefully selected our list, we 
were pleasantly surprised to find that the 
Chevrolet Division could put such a sample 
at our disposal immediately. Seems a fellow 
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named Arkus-Duntov has a company car 
fitted out identically but for one exception. 
His car also has the quick-steering adaptor 
(3.25 instead of 3.7 turns lock to lock). 
Generally available only as part of the 
heavy-duty suspension kit, it’s worthwhile 
on its own if you can stand the noticeably 
stiffer steering. And if you can get it. 

Omitted from our list were the heavy- 
duty brake and suspension kits. For 1959, 
the heavy duty suspension features much 
stiffer springs than last year. In pounds- 
per-inch, the spring rate on the standard 
suspension, last year’s HD kit and this 
year’s are, respectively, 300, 340, and 550 
at the front and 115, 125 and 145 at the 
rear. Though the kit’s anti-roll bar diam- 
eter remains at 13/16-inches, the vast in- 
crease in spring stiffness contributes to 
both much flatter turns and much harsher 
bouncing. Nice for racing only, but not 
for the all-around usage we have in mind. 

Corvette cornering has been the butt of 
many rude remarks by the anti-roll bri- 
gade. Duntov had interesting thoughts on 
this matter too. “For flat, smooth courses, 
such as Le Mans or Sebring,” he said, 
“the heavy duty suspension option is very 
effective. But because it is so much stiffer, 
especially in roll, it would actually be a 
hindrance on a bumpy circuit such as the 
Nurburgring.” An interesting thought, and 
interesting examples, too. 

With so much power so freely available, 
rapid cornering necessarily becomes a 
maneuver requiring careful control of all 
the elements involved. 

Though a stiffer anti-roll bar would re- 
duce the independency of the front end, 
the reduction in roll would certainly pro- 
mote more driver security. The experi- 
mental seats helped, so did the seat belts. 

The steering, stiff for parking, was fine 
for controlling incipient slides, but as be- 
fore, we found the throttle linkage much 
too sensitive. As a result, the car again 
appears to have two personalities. Either 
you motor sedately (though deceptively 
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Re-shaped seats increase lateral support. 
































quickly) through a corner, or pressing on 
somewhat, you’re herding an untamed 
beast, one which responds more to the 
throttle than the wheel, and rather vio- 
lently, at that. 

In making up our list, the Cerametalix 
brake linings lost out as being entirely 
unsuited to highway use. When cold, they 
grab violently and erratically. Besides, they 
come only with the HD suspension. 

Using regular drums, the sintered metal- 
lic brake linings at only $26.90 are so good 
and so cheap that they should be standard 
equipment. Though the 15° F. tempera- 
ture during our test helped their heat 
dissipation, it gave us a chance to prove 
that they have no nasty habits when cold. 
Being inorganic, they don’t soak up wate 
either. 

Flared drums, standard on all Chevies 
this year, have a bell rim-like flange which 
helps scoop air in from the inboard side. 
Between these and the linings, we repeat- 
edly made stops from 90 and over without 
a trace of fade or increase in pedal travel. 
Pedal pressure, though, is higher than with 
organic (asbestos) linings. Running against 
a mild breeze, we managed zero to 100 
mph and back to a standstill in 26.4 sec- 
onds, a figure that could be improved 
upon with experience. 

Though it runs $484.20 more than the 
standard engine, we were anxious to see 
what the fuel-injected, hot cam V8’s 290 
horsepower felt like in a roadable Cor- 


Shapely badly plays down large proportions 


‘of Corvette, derived from stock suspension 


Left,sintered linings; right, Cerametalix. 





vette. To its great credit, it must be men- 
tioned that cornering antics have no effect 
whatsoever on throttle response. This is 
in great contrast to quad-equipped cars, 
whether single or dual. They will just 
plain quit in the middle of a hard corner. 

Racer Brown’s chart (see Part II of his 
article in next month's issue) indicates that 
the all-out dual-quad version boasts bette: 
yutput than Fl-cars at the top end. How 
ever, the ability of the latter to mix correct 
quantities of fuel and air, no matter what 
the car’s gyrations or speed, assures it of 
better lap tintes on any circuit. 

[hat one Corvette is not the same as 
another is evident from the variety of op 
tions. What comes as a considerable sur- 
prise is the dualistic personality of the 
particular car tested. In the twinkling of a 
throttle linkage, it turns from a submissive, 
sidewalk stalker to a fierce, roaring eate1 
upper of metallic monsters. Just as quickly, 
it reverts to silent smoothness, its exhaust 
murmuring, barely audibly, “Who, me?” 

This high output engine enjoys such 
tractability that it will pull smoothly from 
its 750 rpm warm idle in fourth gear. No 
flat spots, no hesitation, and no matter 
how fast you mash the throttle. Just to 
rub it in, you can start from rest in any 
gear whatsoever without stalling and with 
hardly a thought of the clutch lining. 
Strangely, starts in first gear seem equally 
touchy. Seems the “fast” clutch linkage 
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(you have your choice of 4.5 or 6.4 inches 








Axle wind-up prevented by radius rods. 


of travel) has the unfortunate side char- 
acteristic that its mechanical advantage 
decreases quickly just as engagement oc 
curs. For city traffic, we found that the 
combination of close ratios and the wide 
rev range made use of just first and fourth 
gears quite acceptable. 

Despite this, the four speed gearbox 
($188.30) was high on our list. For real 
get-up-and-go, it is well laid out. Shifting 
at 6500 rpm each time drops the revs only 
to 5000 or so, where the V8 is pulling 
strongly. To compare with the three speed 
box, all you do is skip second. Then com 
ing out of first at 6500 drops revs to only 
3900. Quite a difference when you're trying 
to make tracks 

Acceleration, while breaking no SCI 
records, is tops for pushrod equipment 
and at the top end, quite similar to the 
3.0 liter Ferrari 250 GT tested last year 
Not so good off the line though, proving 
that smoothness at low revs is not synony- 
mous with strength. 

Duntov, in his kidding, quizzical way 
said, “You know, the 3.70 axle gives bette: 
acceleration times than the 4.11.” The 
operative word is “times”, and specifically 
the times for zero to sixty, eighty and one 
hundred. 

Assuming one is driving the car for best 
acceleration down a quarter-mile, (which 
is what we're after in our road test runs) 
this is quite true. With the 4:11 gears, 
shift points are 57, 75, and 9514. But with 




















































































































the 3.70’s, they change to 63, 83, and 106 
The elimination of one shift and the 
necessary, though slight pause more than 
makes up for the lessened torque multipli 
cation. 

We thought our car went pretty good 
even if it does cost twice as much as the 
Chev “315” tested in our January issuc 
But a recent letter from Don Gist of Lake 
Worth, Florida shows what can be donc 
Similar to this test car but without the 
weighty non-essentials and using the 4.56 
Positraction rear end plus the following 
modifications, he has recently recorded a 
standing quarter in 12.57 seconds, com 
pleting it at over 109 mph! The changes 
he mentions are Traction Masters (his is 
a '58 model) , open exhausts, an aluminum 
flywheel, Packard 440 wiring, 7.60 x 15 
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PERFORMANCE 
TOP SPEED: 
Perrier Tere ee 125 mph 
ACCELERATION: 
From zere to seconds 
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NA. cine capewiae 6oaneem 12.3 
0 ava deca: ott © a ory 
Standing % mile............. 14.9 
Speed at end of quarter....... 98 mph 


SPEED RANGE IN GEARS: 
(700-6500 rpm, 7000 permissible) 


ies d Minis xn Sen ea oe CRD 0-57 mph 
ial ake sack ba hk A ROR Oa be 8-75 
PN eMeG as 108 saves cad oned eas 11-96 
yey rey Tey er 14-125 


SPEEDOMETER CORRECTION: 


Bruce Slicks and the all-important flywheel 
shield. He adds, that the engine was 
“properly tuned.” Uh-hunh. 

If you want a particular kind of Con 
vette, pick out the options you want and 
GM’'ll make it. If they haven’t the options 
you want, your local speed shop will. 

If your interests lie in drag-racing, by 
all means pick the 4.56. If road-racing is 
more your style, then you'll probably want 
either the 3.70 or the 4.11, depending on 
which course you’re running. Remember, 
6500 in top corresponds to 139, 125, and 113 
mph respectively with the 3.70, 4.11, 4.56 
ratios. 

For straight highway use, the 3.70, which 
we would now prefer, will provide the 
minimum of engine noise with plenty of 
acceleration. And if the chips are down, 


100. 
STANDING Ww 
1/4 





DRIVE TRAIN: 





you can always use the gearbox. The 3.70 
might improve gas mileage, but a lighte 
foot would help more. 

On the luxury side, we chose the station 
seeking push-button radio ($149.80), the 
heater-defroster ($102.25) , windshield 
washers ($16.15) and, sybarites to the end, 
both the folding canvas top and the re 
movable hardtop ($236.75). Added to the 
$3875.00 base price, the total climbs to 
$5127.80; transportation and state and lo 
cal tax are extra. 

It’s not a low price car, and it’s none 
too cheap to operate, but it goes well, it 
stops well, and with reservations, it con 
ners well, too. For all around performance 
per dollar, the Corvette is hard to beat. 

— Stephen F. Wilde) 





Transmission ratios.......... test car optional ratio 
| RiickdacDwain ates chases thvee 2.20 (2.21) 
} | SE es ot ae re or 1.66 (1.32) 
SESHis Ae PNOMEas = vic a Rte eek 1.31 (1.00) 
DS iinet ee a > wa nettle 1.00 
Final drive ratio............. 4.11 (3.70, 4.56) 
Axle torque taken by......... rear springs and radius rods 
| 
4 CHASSIS: 
A | SR A eee ee Welded box section side members, 
a I-beam X-member, box section 
wn front and rear cross members 
a WOUND. gas cicekuabsccvees 102 in. 
| = Tread, front and rear......... 57, 59 in. 
| 4 Front Suspension............ Unitized, independent, coil 
| 1959 springs and 1 wishb 
CORVETTE 
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290 HP 
FUEL INJECTION 
I -S.Cl- 


SECONDS 





Rear Suspension 


Shock absorbers 


Steering type.... 


13/16” dia. anti-roll bar. 


hate oe Rigid rear axle housing, semi- 


elliptic leaf springs, upper 
radius rods 


reketdeaxante Delco telescopic, 1% in. 


piston diameter 


aad dled ka 358 Saginaw worm and ball bearing 


sector, 16.3/1 ratio 


Steering wheel turns L to L.. .3.25 

Turning diameter, curb to 
ae 

ee oe 


See ee 37 ft. 
onwh ioe eee ee Sintered metallic linings in 


composite drums with cast iron 


Indicated Speed Timed Speed Indicated Speed Timed Speed rim, pressed steel web 
30 29% 70 65 Brake lining area............ 108 sq. in. 
40 38 80 74 PD i5c5s hase anceniened 6.70 x 15 
50 47 90 83 eS FR A BEE: 5.0 x 15 
60 56 100 92 
GENERAL: 
FUEL CONSUMPTION: DO iT icbs ¢ een bbe Ae eae OE 177 in, 
Hard driving 10 mpg NE sins Wt. dvs 44 a4 baad Seeder 73 in. 
SFr oe 51% in 
Weight, as tested............. 3400 Ibs. 
SPECIFICATIONS curb (factory figure) ...... 3092 Ibs. 
Weight distribution, F/R 
POWER UNIT: “RSS GRE eer 53/47 
Chevrolet 283-FI............. Water-cooled V-8 WE TINS Sno os Czas succes 16.4 U.S. gallons 
Valve Operation ............. Pushrods and stamped rockers 
BROOME a os 2 oo:0:0 sin nees 3.875 x 3.00 in. (98.4 x 76.2 mm) RATING FACTORS: 
Stroke/Bore Ratio............ 0.774/1 . . 
Displacement................. 283 cu. in. (4640 cc) sey gt at Pg rn see ceees 1.02 bhp/cu. in. 
Compression Ratio........... 10.5/1 oie ae “60 i REN i SR iy CP 11.7 Ibs./hp 
Carburetion by.............::; Rochester fuel injection Piston speed @ 60 —...... 1560 ft./min. 
a een hc Neti alicia a = — 2 sek ee Braking Area per ton, laden. . .63.6 sq. in./ton 
eo BUEUMO ~ sc e eee eee eer ewee ™ . . . 2 
SPMIIGs csetonamekies 00 750 rpm Speed @ 1000 rpm in top gear. 19.2 mph 
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GM’s sports car has come a long way since the 
days of the Polo-white six-cylinder plastic 
bath tub, but look what the Company’s planning 
for the future. 


Let’s begin by establishing that Chevrolet has been think- 


If Chevrolet is planning to use steel instead 2 P : 
ing seriously about a new Corvette for three years. The cur- 








body material for the new Corvette, this would . . : 
aa ee ea ae ae rent body and chassis has been basically unchanged since the 
SRO EERE ES Ee Te eS w car was introduced in early 1953. The bulk of the tooling 
et EEC ES NP Aa PERE I Pe investment was paid off long ago. Furthermore, this original : 
ea? ; ' SS Ee ' Corvette never achieved its intended sales goal — the big 
€ d treatment n Typond has carried this through 
, . market for a “personal’’ two-seat sports-type car. Ford came 
n the sign shown ) wing pages he wind-split down : ; h : pie ‘ 
: ania ; 44 4 ‘ in with their better-styled and roomier Thunderbird and all 
tne ente ane n e eadge e 4 J the middle sre ntinu : ‘ 
as j The C Nant but ran the Corvette right out of the market. Chevrolet had 
tions of the design of the rear enc he Corvette family resemblance ; 
little choice but to concentrate on performance and push 
sma ned t 1 he body, and by . ies 
j F the Corvette as an out-and-out sports car. (This was no hard- 
he tan 5 c winds >| aS 3K K at . . . 2 +e 
1 ship to project head Zora Arkus-Duntov!) But this is the 
jreater angle he tlattened | 3 and front nder line has bee . . . . : H 
4 C why behind options like fuel injection, 4-speed transmis 
ygested by this years Chevrolet : 


sions, metallic brake linings, etc. ‘ 


HAT CHEVROLET is going to bring out a new Cor- 

vette next winter is common knowledge. They've done 

it every year since the model was introduced. But this 
year the rumors have gotten wilder than a high-lift camshaft. 
Aluminum engines, five-speed transmissions, independent 
rear ends, space frames, aluminum bodies, 400 + cu. in. 
engines . . . if you believe everything you hear it looks like 
the sports car to end all sports cars is about to emerge from 
the Motor City. 

Actually the new 1960 Corvette won't be quite this radi- 
cal. It will be a solid, evolutionary improvement on what is 
basically a five-year-old design. It will be one of the world’s 
top sports cars, from standpoints of performance, handling 
and style. 

Here is some “well-informed speculation” on what's 
coming up, gathered from many reasonably reliable sources. 


Under other circumstances this failure to achieve a planned 
sales goal could’ve killed the Corvette before it ever got 
rolling. Fortunately Chevrolet general manager, Ed Cole, 
was patient. Today, even though the Corvette has never 
been a big seller, its value to G.M. in terms of free publicity 
and prestige has been great enough to warrant tooling for 
an entirely new version. And what's important to ‘you, 
the performance theme has now become firm company 
policy. Chevrolet is not going to compete with Thunderbird 
with their new Corvette. Performance and handling will 
continue to be the design watchwords. The engineers will 
consider luxury and big-car roominess—but you can bet 
they won't sacrifice performance to get it. They'll be more 
apt to spend a few extra bucks to save weight, and include 
technical features that would be a waste of money on the 
mass market. 
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1ews of the special ¢ orvette built 
lliam L. Mitchell, GM vice 
} irge of Styling Staff 
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Duntov’s crew are on a never ending five-year plan to 
build a suitable car for U. S. enthusiasts. But because it 
represents a small percentage of Chevrolet production the 
Corvette gets only a fragment of each year’s re-tooling 
budget. Many changes will come, but not all at once. 

It looks now like the new body will be steel, constructed 
with new low-cost plastic dies. (These dies are suitable for 
production rates up to about 25,000 a year, and are much 
less expensive than steel dies.) The fiberglass body has not 
proved to be as economical in limited production as origi- 
nally hoped. The hand layup and vacuum molding process 
is a nuisance. The body weight of only 340 Ibs. is attractive; 
but Chev engineers tell us the extra beef built into the frame 
to compensate for lack of strength in the fiberglass structure 
takes away all the weight advantage. They say they could 
build a short-wheelbase body for the Corvette out of steel 
that would carry some of the car structural loads; then a 
relatively light frame could be used—and the whole car 
would weigh less than the current fiberglass job, maybe by 
as much as 150 lbs. if they designed carefully! The bug earlier 
was the die problem. New plastic dies now make it practical 
to tool for steel bodies in production rates less than 10,000 
a year. This looks like the pattern now. 

Stylewise the new Corvette will bear little resemblance to 
the current model. Wheelbase and overall dimensions will be 
comparable, but the car will be given a longer, sleeker look 
by extending the hood forward and down into a Ferrari-like 
“snorkel” grille opening. Then the front and sides of the 
body will be shaped to act as huge air ducts for front brake 


cooling. The fender sections will be cut away at the front to 
expose the brakes, and the body sides will be swept inward 
behind the wheels to provide an exit vent for the air flow. 
The whole deal will be a lot like some late Testa Rossa 
Ferraris. Actually, some of these rumored styling features 
coincide suspiciously with a “customized” Corvette that was 
built last summer by G.M. Styling for their new chief, Bill 
Mitchell. The car has been on display in the lobby of the 
Styling building at the Tech Center in Detroit. This is the 
car, photos of which appear on these pages. It hasn't yet 
been run on the streets. Draw your own conclusions. 
Chassis plans are far from finalized. We know that Duntov 
was well pleased with the handling of the experimental SS 
chassis at Sebring in ’57, and the word is that he would like 
to incorporate as many of these engineering features ds 
possible on the new Corvette, within the required cost 
framework. You can discount space frames, unit or mono- 
coque body construction right off . . . much too expensive. 
The frame will likely be a channel X, but much lighter 
than the current design. Front suspension is said to be of 
the conventional coil ssring-wishbone layout, with tubular 
shock inside the coil, and incorporating ball joints. Some 
regular Chevrolet passenger car parts could be used here. 
The big story would appear to be in the rear end. Per- 
sistent rumors mention a DeDion setup on coil springs, 
with the transmission mounted in unit with the differental. 
You'll recall the SS used a DeDion rear end, but with the 
gearbox on the engine. No details have leaked on the wheel 
control linkage; but the SS setup, with two sets of trailing 
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Don Typond’s impression of how | 
the new Corvette may look. 


links for both fore-and-aft and lateral control, looks eco- 
nomical and practical on paper. We hear the rear brakes 
will probably not be mounted inboard. This would cost 
some unsprung weight, but might be considerably cheaper 
to produce. The idea of mounting the transmission at the 
rear, of course, is to get a more even front-rear weight distri- 
bution for traction . .. and, don’t forget, the “polar moment” 
of the car is increased by putting this mass farther from the 
center of gravity. By thus increasing the “flywheel effect” 
when turning about the CG, we get somewhat more direc- 
tional stability at speed and when cornering hard (up to 
a point). The rear-mounted transmission is the coming 
thing on all types of cars. Incidentally, we hear no rumor 
of any new transmission for the Corvette; the current 4- 
speeder will likely be standard. 

Brakes? — no need for improvement here. 

And, last but not least, the engine. The next Corvette 
will not have an all-new engine, as rumored—nor will it use 
the big 348-cu.in. V8 that’s doing such a good job in the 
passenger cars (see Borgeson’s road test in the January ‘59 
SCI) . The current 283-cu.in. engine weighs 90 Ibs. less than 
the 348—and that’s more than enough reason for the Chev 
engineers to stick with it for the Corvette. They're serious 
about this weight problem. In fact, they’re doing a lot of 
experimenting with aluminum to trim the already-low weight 
of the 283. Remember the experimental aluminum heads for 
the SS? These were not used at Sebring; but they say the 
bugs are out of this design now, and there’s a good chance 
they'll be standard on the "60 Corvette. (Remember that, 


with minor modifications, aluminum can be cast in conven- 
tional iron sand-casting equipment.) The water pump cast 
ing is also aluminum. The intake manifold will likely be 
aluminum. They’re experimenting with all-aluminum blocks 
—using an aluminum-silicon alloy that needs no bore liners 
or plating—but this is not likely for 60. Anyway, with just 
aluminum heads, manifold and water pump we'd save about 
75 lbs.—so the whole engine shouldn't run too much over 
450 lbs. Is that worth thinking about?? 

The other big news item on the '60 Corvette engine is 
that it’s going to be bigger. Chevrolet engineers have cher 
ished their three-inch stroke with a passion—figured it was 
one big reason why the little 265 and 283 would turn such 
ungodly engine speeds and get so much horsepower per 
cubic inch. Could be. But certainly they've pushed the 
power development of this basic engine so far now (with the 
special cam, light valves, f.i., etc.) that piston displacement is 
about the only well left to tap. It is known that Chev engi 
neers are experimenting with bores up to 4 inches and 
strokes up to 4 inches on the 283 block—which would give 
102 cu.in. if combined! (The lower cylinder walls are re- 
lieved in the casting stage for rod clearance.) The stand 
ard '60 displacement wen’t be anywhere near this big, but 
we hear a figure of 332 cu.in frequently mentioned. Of 
course we can expect the usable rpm to come down when we 
lengthen the stroke—and this, in turn, will tend to bring 
down the hp per cu.in. But certainly a rating of, say, 325 hp 
at 5600 rpm wouldn't be too much to expect from a 332-cu.in. 
‘60 Corvette engine with special cam and f.i. We'll see. 
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Reventlow makes up time in the early laps of the 
Nassau Trophy race. He ran 26 laps out of the 52and © 
then handed over to Chuck Daigh who won by a lap. 
uring the entire week the Scarabs were unbeatable. 


Mechanical gremlins and plain 

bad luck dogged Nassau Speed 

Week but it was still June in December 

and people had fun which is the reason for... 


1BOVE—Don. Sesslar’s 1600 RS shows 
signs of collision with a row of little pine 
trees that marked some parts of course. 
RIGHT—Pedro Rodriguez was the dark 
horse of meet, taking second in his 3 litre 
LeMans-winning Ferrari Testa Rossa 250. 
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The start of the main event. Even with a balky start the 
Sadler #76 has boomed out even with Daigh’s Scarab. 


HE STACCATO THUMP of big 
American V8 horsepower beat a 
victorious counterpoint to the cello- 
like howl of European machinery time 
after time during the 1958 Bahamas Speed 
Week in Nassau. In the modified classes 
the Scarabs, Chev powered and_ bolted 
together by Lance Reventlow’s crew 
headed by Warren Olson and driver-engi- 
neer Chuck Daigh, had everything to 
themselves. In the production events on an 
overall basis, Jim Jeffords had it all his 
own way in a bright orchid '59 Corvette. 
In short, throughout the entire meet the 
big thumpers were unbeatable, bringing 
on a wistful wish that the FIA had not 
clamped down the three-litre lid on sports 
car championship events a little over a 
year ago. 
lo be perfectly honest about it however, 
the V8’s had to work for their silver in 
both cases. The man who made them push 
was George Constantine who divided his 
time between an Aston Martin DBR-2 and 
an A-M DB 2-4 Mk III in the modified 
and production classes respectively, mak- 
ing the Sturbridge, Massachusetts driver 
about the busiest handler on the island. 
Throughout the entire meet George was 
the bridesmaid who almost wound up 
married to the groom. In every race for 
cars over two litres in each category the 
big green Astons were threats every inch 
of the way until the final main event, the 
252-mile Nassau Trophy race when the 
pounding the Aston had taken made itself 
evident in a broken DeDion tube two 
thirds of the way through the race. 
Another threat to the Scarabs was shown 
by the Sadler Specials (see center spread) . 
Both the new and the old (SCI Feb. 1958) 
versions were brought to the island but 
this was not to be Bill Sadler’s week. In 
the first place time was short and the new 
car had not time to be shaken down. The 
next thing was snow. A howling snowstorm 
marooned Bill, his wife and the two cars 
in upstate New York for 26 hours. The re 


sult was that the Sadlers arrived in Nassau 
in mid-week with no time for more than a 


check-up before drivers Bob Said and Allen 
Markelson in the new and old cars re- 
spectively had to run for practice. 

Ihe Sadler gremlin continued to oper- 
ate full-bore. Within minutes of entering 
the course Markelson in the old car was 
headed for the beanfields at turn one. No 
harm came to Allen but the front suspen- 
sion on the car was badly bunged. The new 
car developed injector troubles and had to 
go back to the shop. About this point the 
Sadler crew should have elected skin-diving 
as a hobby and headed for the beach. As 
it was Bill and another mechanic worked 
36 hours straight through to get the little 
blue and white boomers going. On Sunday 
morning, December 7, they were as ready 
as they were ever going to be for that 
particular race meeting—they had to be; it 
was the last day and time for the main 
show. 

The curtain raiser, the Nassau Memorial 
Cup race, was started with a paced lap 
and as the pack came by the stands Bob 
Said took the new machine into the lead 
as though the rest were standing still. In 
fact he took off so fast he lost his face 
shield. Pulling in for goggles he lost only 
seven positions. Again charging off Said 
picked off two of those positions even 
though the leader was touring the coursé 
at an 88.5 mph average. Then it happened 
Fighting through toward the lead the cai 
went into a long slide. Normally such a 
slide is merely time consuming but the 
Sadler gremlin was working overtime. In a 
wide field of gravelly tarmac with acres of 
space around it was a lone marker light, a 
memento of the time when the Oakes Field 
course had been the main airport for the 
island. Out of all that real estate to slide 
through, the car picked the same piece of 
ground as that occupied by the market 
Che light was only a couple of inches high 
but it was enough to slash the rear tire 
and bend the left rear half-shaft. The new 
car was scratched for the main event. 

Came the start of the main event and 
the older car was rolled to position for 
the LeMans start even though both Mark- 


Always a threat, George Constantine in the 3.8 litre 
Aston turned in consistently rapid laps and was given 
an outside chance of winning until deDion tube failed. 





elson and Paul O’Shea had complained of 
strange handling characteristics following 
the earlier trip into the brush. Even 
though the front end had been straight 

ened, the alignment was apparently off 

“This was an old friend,” said Bill late: 
“I thought I’d be able to haul it around 
okay so I said to put it on the line and I'd 
start it.” 

He did. The flag fell. First off was Car 
roll Shelby in John Edgar’s monster 5.8 
litre V-8 Maserati. The “Old Friend” 
balked at the start—unusually—and then 
caught, making Bill about the fifth or sixth 
to get under way. He came out onto the 
course in a long slide and shot away, the 
Chev screaming through its eight individu- 
ally tuned exhaust pipes. By the time 
Shelby was braking for the first turn the 
Sadler machine was practically climbing 
on his deck lid. They went into the turn 
nose to tail. The rest is Bill's story: 

“IT went into the turn and suddenly I 
was all over the road and all crossed up 
for the second turn into the straight. | 
slowed down enough to make that one and 
got through but barely, holding up every 
body else in the process. This just wasn't 
the same old friend.” 

By pussyfooting the other turns and 
booming on the straights, Bill stayed up 
for the rest of the lap but the going was 
too tricky. He pulled into the pits and 
scratched the entry. The gremlins had won 
In their brief appearances the two cars 
from Canada showed that with the right 
preparation and piloting they could hold 
their own with the fastest sports-racing 
cars in the world but the jinx and lack of 
time was more than dedicated men could 
cope with. 

Sadler wasn't alone, either. Another new 
machine, John Edgar's potent Pontiac 
powered Maserati was going through a 
series of troubles, too. Piloting this one 
was Jim Rathmann but the car wouldn't 
stay together under him. Every time out 
the engine developed an appetite for head 
gaskets. A lap or two during which the 
big boomer would stay with the best—and 
then blooie. Once it was, according to re 
port, a small rock that found its way into 
one of the four dual-choke Weber carbs 
and thence to the combustion chambe 
through the fist-sized ports but the rest of 
the time it was head gaskets pure and 
simple and for no discernible reason 
either. Every time Jim put his boot in it 
a gasket let go and that, for the duration 
was apparently that. 25 









































































ABOVE—Coral surface of Oakes course 
is a tire killer. Firestone crew worked 
overtime mounting rubber at track. 
BELOW-—Final blow; Said and Sadler 
inspect damage inflicted by marker light. 


BELOW-—Charlie Daigh gives the usual 
winner's finish-line interview in the 
gathering dusk. Lance, right, then 
announced car was for sale at $17,000! 











Cis Views 


Even the superbly prepared Scarab team 
had their problems. Though as a team they 
won everything in sight, they weren’t with- 
out casualties. During practice they had 
clocked a shade better than 91 miles an 
hour average for the 4.5 mile course which 
is moving. Although the track is peppered 
with long fast straights it’s also salted with 
some fourteen turns most of which are 
tighter than a treasurer’s fist and therefor 
slow and a 91 mph average means speeds 
of upwards of 170 on the longer straight- 
always. As a clincher, at one point during 
the race Chuck Daigh turned in a lap 
at better than 92 mph. But, as was pointed 
out, they had their troubles. 

In Friday's 25 lap Governor's Cup race, 
the first for the modified machinery, the 
Scarabs with Reventlow and Daigh up 
slammed into the lead with Daigh out 
front. In minutes the flying pair had 
opened a lead of a full minute over George 
Constantine in the 3.9 Aston who in turn 
was hauling away from the others. ‘hen 
Daigh coasted into the pits. The ailment 
was not an unusual one for Scarabs. The 
big Chevs put out an immense amount of 
torque and this twisting had wrung out a 
universal joint. This left Lance to carry 
the mail alone. As the race wore on Lance 
kept his lead and the crew began to sweat 
out the tire factor. Finally, in view of the 
long lead, they started hanging out the 
“Easy” signals. Still Lance circulated at 
three minutes, one second. Then “E Z 
Please” went up. The time fell to 3’:02”. 
And that was all. Lance finished the race 
still way ahead of the persistent Constan- 
tine and only then did it become known 
that he had lost third gear and had fin- 
ished without shifting for the final five 
laps. 

In the main event on Sunday the Scarabs 
were ready again. This was the big 252 
mile grind and was set up for a LeMans 
Start as mentioned earlier. Daigh and 
Reventlow got under way fifth and seventh 
respectively, laying great gouts of rubbei 
in a scrambling effort to get up with Sad- 
ler, Shelby and Rathmann who had his 
boot deep in the engine room of the Maser- 
Pontiac, churning into second spot as Sad- 
ler dropped out. By the end of round one 
Reventlow’s own gremlin struck but it was 
only a love tap as it turned out. Lance 
pulled into the pits frantically pointing at 
the hood. It wasn’t a blow-up, though- 
just a loose hood which was made fast and 
Lance was on his way in seconds though 
dropped to tenth position by the stop. 
Daigh, meanwhile was working his way 
through fast traffic and finally caught up 
with Shelby in the huge Maserati who had 
been clocking a steady 89 and 90 mph aver- 
age. Lance, too, was making up time. I hen 
it happened again. Chuck’s car wrung off 
another rear axle shaft just as Lance 
caught up with the parade of front run- 
ners. This left one Scarab in business. On 
the 28th lap, and in first place, Lance 
pulled in for fuel and tires and then 






































































turned the car over to Chuck Daigh. The 
rest is history. A jinxless 28 laps later 
Chuck rolled across the finish line winner 
by several minutes, having completed the 
252 miles in two hours and 52 minutes, 
48.18 seconds—an overall average including 
pit stops of 87.5 miles an hour. 

[The appalling lack of luck was not 
borne by the cars and crews alone either. 
Che entire meet suffered. Speed Week was 
preceded by wonderful weather and then 
came Sunday, November 30 and the first 
scheduled race, the Nassau Tourist Trophy 
for production cars, Came also rain, buck- 
ets of it. The race was put off until Tues- 
day which was originally scheduled for a 
practice day. Monday was an unofficial 
practice day and a day for tuning cars and 
recuperating from some of the strenuous 
partying that is a major part of Nassau’s 
Speed Week. Recuperating takes prece- 
dence over racing so Tuesday it was to be. 

Came Tuesday. Came rain. No racing 
and no practice. To some the cancellation 
due to rain may seem strange but there's 
a good reason. The Oake’s course is rough; 
a long life of pounding by aircraft and the 
elements has put pockets and ripples 
throughout ithe course. When it rains the 
water collects in puddles from an inch 
deep in some spots to over six inches in 
others. Slamming a fast car into a six-inch 
deep puddle can have the same effect as 
sudden application of unevenly adjusted 
brakes. On a course with straights long 
enough to build up velocity to 170 mph 
and better this can be unnerving. 

The next day dawned bright and cleat 
and stayed that way but this was also a 
“free” day with two parties scheduled. But 
the jinx held. The second party was rained 
out that evening. The weather and Pro- 
moter Sherman F. “Red” Crise just 
couldn’t seem to get their schedules 
straight. Finally Red gave in and an- 
nounced that there would by all that was 
holy be a race the next day, rain or no. 

It rained. Hard. It started in a series of 
small showers that peppered the curtain 
raising Berkeley race which was won at the 
hair raising speed of 48.85 mph by Islender 
Dave Albury who took a mere 16 minutes 
to make three laps. 

Then, as the production cars of unde: 
2 litres lined up for a prelim five-lappei 
came the deluge. As Crise said, racing rain 
or not, so after a good soaking on the line 
away they went. This one was taken by 
Duncan Furlong of Miami, who charged 
out with his blistering Ace Bristol to win 
half a lap ahead of Jim Hunt of Ft. Laud- 
erdale, Fla., in another Ace. Furlong took 
19’:14” to go the 22.5 miles for an average 
of 70.19 mph. 

It was still raining when the big bore 
production equipment (over 2 litres) 
charged off led throughout by Jim Jeffords 
in the ‘59 Corvette, otherwise known as 
variously the Purple People Eater and, in 
some circles, as the Purple Petro] Eater. At 


(Continued on page 54) 
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HE CHEVROLET V8 is a remark- 

able engine. The reference is to the 

smaller 1955 through ’59 265 and 283 
cubic inch engines. The larger '58-’59 Chev 
348 cubic inch engines are something less 
than remarkable—much less, but the topic 
here is the smaller versions. 

The term “remarkable” is a good one- 
word description of the virtues of this par- 
ticular series of engines, produced en masse 
in Detroit and by the broadest interpreta- 
tion, of Detroit production methods. No 
one, not even the engine designers them- 
selves, are quite sure whether the final 
production type was destined to be an 
outstanding powerplant from the start or 
whether all the pieces just fell together 
into a very rare but happy mechanical 
blending. Regardless, there hasn’t been an 
engine like it before or since. 

By 1957, actually the latter part of 1956, 
or two short production years after its in- 
troduction, the Chev V8 became the most 
popular engine in the country for all types 
of racing purposes. And for very good 
reasons. The engine is light in weight, the 
’b5-’56 editions weighing in at 545 pounds 
for a complete engine, including all the 
cast iron accessories except the clutch as 
sembly. Later units weigh about 565 
pounds due to some structural stiffening 
dictated by heavy-duty experience, with the 
'D5-'56 types. The engine possesses an al- 
most uncanny ability to produce very high 
power readings at near-astronomical revo- 
lutions per minute. Any intelligent modi- 
fication is rewarded with a gratifying 
bulge of the power curve. Indeed, this de 
vice is surely the most wonderfully respon 
sive engine available today at any price 
And, speaking of price, the over-the 
counter cost of a new and complete engine 
assembly makes scouring the junkyards 
almost a waste of time, and sometimes 
money. 

When one considers the potentialities 
per dollar invested, the Chev V8 is one 
of the biggest bargains in powerplants of 
all time. Yet, regardless of the praise we 
heap on it, the engine is not without faults, 
even though they may not become im- 
mediately obvious. For example, in_ its 


EDITOR’S NOTE: When we planned this special issue one 
of the first questions to crop up was the one that asks why, 
in a race for big-bore production equipment carrying a 
field of maybe six to eight Corvettes will one or two of 
these run off and positively hide from all the other oppo- 
sition including the other Corvettes and on inspection prove 
stock. It happens at almost every race and while it’s easy 
to say “It’s the driver” that is by no means the whole story. 
The major portion of the answer is that in store-bought 
equipment production tolerances are such that the run-of- 
mine product is just plain not up to the criteria planned 
by its designers. The other question that came up was how 
in the world could a production-run engine be made into 
what amounts to the best large capacity sports-racing 
engine in the world today bar none including even such 
formidable equipment as the Maserati V8. 

To find the answers we went to W. G. “Racer” Brown, 
technical writer and now one of the foremost cam engi- 
neers in the country. It is his cams that have tickled the 
valves so neatly in all of the Scarabs’ recent wins and few 


most frequently-found racing trim, that of 
powering Corvettes and passenger cars 
alike, it is a torque-less wonder; the “won- 
der” being how so much power can be 
developed with so few pounds-feet of 
torque. The answer, of course, is the num- 
ber of revolutions it turns and the willing 
ness the engine displays to turn more revo- 
lutions. But the usual run-of-the-mill pro- 
duction Corvette has a hard time getting 
off the dime at the fall of the flag, meaning 
too much weight for the torque available 
at low engine speeds. Another fault, this 
one a bit more serious, is the lack of struc- 
tural rigidity in the block assembly. In a 
passenger car this is no particular prob- 
lem. However, in racing engines, even in 
stock Corvettes, this lack of block rigidity 
shows up as premature main bearing wear. 
Examination of the bearings discloses that 
the block, and consequently the crankshaft, 
are moving about at places where things 
should be as solid as possible. 

There are other faults that will be 
touched upon as we progress. But one 
thing is certain: the virtues outweigh the 
faults and most of the faults can be cor- 
rected, or at least contained, before serious 
troubles develop. 

In out-of-the-crate form, a Chev engine 
will run quite well indeed. But it, like 
other products of Detroit, is somewhat 
overrated in terms of power. A fuel injec- 
tion engine rated at 290 brake horsepower 
at 6200 rpm actually develops 245 at 5750 
rpm or some 16 percent less than the ad- 
vertised value. 

However, a stock out-of-the-crate engine 
that proceeds to set the competition on its 
collective ear is a very rare occurence. In 
this respect this engine is no different from 
any other; it has to be made to perform 
its best. 

Our first consideration here is to im- 
prove the breed as applied to Corvettes, 
staying within the framework of existing 
production car class rules. Later we will 
dabble in bolt-on and bolt-in equipment. 
Still later we will learn how to modify 
and maintain the Chev unit into a Grade 
A competition engine of championship 
caliber. 


if any other men in the country have put as much time into 
Chevrolet’s fantastic V8s. 

What follows here in extreme detail is Racer’s answer to 
the first question. It is in no sense presented as a do-it- 
yourself or back yard project. It is as complete a blueprint 
for performance preparation of an engine as it is possible 
to present. It is also a blueprint for making the Corvette 
engine last and last under any sort of pounding short of 
destruction-testing. Finally it is intended for anyone who 
wants a perfect Corvette set up as the designer planned it 
or who wants consistent race winning performance. The 
specifics apply to the Corvette but the general method and 
procedure applies to all sports car engines large or small. 
As we said, this is not a back yard operation; it is a set of 
directions one can take to a good mechanic with a car and 
tell the man “do it thus.” The first portions, begun herein, 
detail the preparation of a production car. Racer’s answer 
to the second question — that of preparing the Chev for 
insertion in an all-out car such as a Lister, Sadler, Devin or 
one’s own special will follow in ensuing installaments.—jpe 
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Dots on two timing chain sprockets 
must line up exactly with camshaft and: 
crankshaft centers. Easy place to goof. 


CYLINDER BLOCK ASSEMBLY 

Whenever possible, the latest production 
engines and components should be used, 
unless there is good reason for doing 
otherwise. This confines our efforts to the 
374-inch bore, 3-inch stroke 283 cubic inch 
engines of 1957 and later. The 57 and 
later cylinder blocks contain stiffer main 
bearing webs and 1/16 inch longer main 
bearings than earlier ones. The cylindei 
bores are also noticeably more concentric 
with the surrounding water jackets. Al- 
though pre-’57 crankshafts will interchange 
with later cranks, the additional counter 
weighting and detail changes in the crank 
cheeks make the later cranks more desirable. 

Connecting rods should also be of the 
post-’57 variety, preferably new and defi- 
nitely magnafluxed or X-rayed whether 
old or new. Connecting rod bolts are criti 
cal. Throw away the old ones and magna- 
flux the new ones, paying particular at 
tention to the radii beneath the heads and 
the juncture of threads and shanks. Use 
new stock self-locking connecting rod nuts. 

1958-59 fuel injection pistons are the 
logical choice because of increased stiffness 
in critical areas and because the shallow 
inverted V crown increases the compres 
sion ratio. These also contain generous 
notches to prevent piston-to-valve inte1 
ference. Piston pins are supplied when 
Chev pistons are purchased new and these 
will be sufficiently stiff for our present 
purpose. Piston rings should be of the 
passenger car type, not those specified for 
heavy-duty applications. The passenge1 
car rings are identical with the Perfect 
Circle “98” ring set, which contains 
chrome plated compression rings and their 
excellent chrome plated, double-rail oil 
control ring. These rings are not severe 
but properly applied and installed they 
can cope with the widely varying condi 
tions of compression and oil control de 
manded by road racing. 

In the matter of main and connecting 
rod bearing inserts, use Morraine “400” 
aluminum bearings, period. These are 
standard equipment in Corvette 270 and 
290 engines and may be purchased from 
Chevrolet dealers. The aluminum is con- 
siderably more helpful in transferring heat 
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Dial indicator, degree wheel are essen- 
tial for rechecking valve timing which 
often varies. Text explains how to 
correct it. 


to the lubricating oil than conventional 
steel-backed inserts and the bearing ma 
terial is completely compatible with the 
induction hardened crankpins and main 
bearing journals of the forged steel crank 
shafts. If the crankshaft requires grinding, 
undersized bearings of the correct diam- 
eter must be used but standard sizes are 
preferable, if possible. Camshaft bearings 
should be stock Chev steel-backed babbitt 
of standard diameter. 

If an engine is purchased as an assembly 
it must be dissassembled right down to, 
and including, the last nut, bolt and 
washer. The same applies to an engine al- 
ready in service. The work ahead cannot 
be done to an assembled engine. Follow 
ing disassembly, every piece must be thor 
oughly cleaned and scrubbed with clean 
solvent, hot soapy water and a scrub brush 
and a hot water rinse, in that order. Welch 
plugs and threaded plugs in the block 
must be removed and the inner surfaces 
of the block must be scrubbed and ex 
amined for defects as closely as possible 
Following this, new Welch plugs should 
be installed and are welded in place to 
prevent any future difficulties from this 
source. Great pains must be exercised in 
cleaning and flushing the drilled oil pas 
sages in the crankshaft. At this point a 
magnaflux or X-ray inspection of some 
critical pieces is definitely in order. These 
pieces include the crankshaft, main bear 
ing caps and bolts, connecting rods, rod 
caps and bolts and piston pins. Not even 
the most minor cracks or flaws are ac 
ceptable. 

Now, all the pieces are present, ac 
counted for and in good shape for build 
ing up the block assembly, but we aren't 
even close to the assembly stage yet. Not by 
a long shot. To be assured of a first-class 
reliable powerplant, a considerable amount 
of machine work is not only desirable but 
downright mandatory. 

Starting with the block, corrections must 
be made to faults that appear all too 
frequently, particularly in Chevs. The first 
problem is finding a machine shop with 
a surface grinder large enough to hold 
the block. The dowel pins to locate the 





Before and after treatment, Chev 283 
V8 should look like this. Small differ- 
ences within make big difference at 
flywheel. 


cylinder heads on the block faces must 
be removed. Then a fixture must be im- 
provised consisting of a large, straight and 
preferably ground steel arbor to be in 
serted in the main bearing saddles and 
clamped down by the main caps to 75 
pounds-feet of torque. One end of the 
arbor is clamped in a chuck attached to 
an indexing head with the other end 
positioned by a dead center. The height 
of the arbor from the grinder table must 
be the same at each end, assuring fore 
and-aft parallelism. The indexing head is 
rotated until one cylinder head surface 
is as parallel as possible with the grinde 
table then locked in place. A light cut 
is made with the grinder across the cylin 
der head surface, the depth of which must 
be sufficient to clean up the entire surface. 
The height of the freshly-ground surface 
must be very carefully measured from the 
grinder table with a vernier height gauge 
The indexing head is then unlocked and 
rotated exactly 90 degrees to bring the 
opposite cylinder head surface into posi 
tion. The height of this surface must be 
carefully measured, which will determine 
the amount to be removed by the second 
grinding operation. The finish-ground sun 
faces must be smooth and free from grind 
ing wheel chatter marks. Also, burrs and 


sharp edges must be removed 

rhis procedure is calculated to do two 
things: First to make sure that the height 
from the center of the arbor, which repre 
sents the crankshaft, is the same to each 
cylinder head surface from one cylinde: 
bank to the other and from front to back 
Second, it corrects any angular discre pancy 
from one cylinder .-head surface to the 
other If Chev production tolerances 


weren't so loose this wouldn’t be entirely 


necessary. This operation sounds compli 
cated but it’s duck soup to an experienced 
machinist. In fact, there are two shops 
in the Los Angeles area that do the job fon 
$20 per block. 

The ground surfaces give us a good 
perch from which to launch our next at 
tack; that of boring the cylinders for the 
largest acceptable (or available) pistons 
Maximum oversize factory Chev pistons 
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are .040 in. over the standard 37% bore size. 
Pre-'57 blocks should only be bored to 
37, inches to "57 and later specs. Before 
running amok with the boring bar, the 
pistons must be carefully measured at the 
bottom of the skirt at right angles to the 
piston pin bore. The block must be bored 
for a skirt-to-wall clearance of .004 to .005 
in. The factory recommended clearance 
at this point is .0005 to .0015 in. but this 
has got to go in favor of a sloppier fit in 
the interests of less friction and conse- 
quently a slight improvement in mechan- 
ical efficiency and net power. 

Each piston should be checked for clear- 
ance in its respective bore with a feele1 
gauge and numbered to prevent future 
cross-ups. A small drill point hole in each 
piston denotes “forward”, meaning that the 
drill mark must point to the front of the 
engine. Also, the deeper ends of the 
notches for valve clearance must be closer 
to the inside of the block, otherwise me- 
chanical chaos will result. When these 
two points are correct, the offset piston 
pin bore will automatically be right. 

The pistons must also be checked fon 
sufficient clearance between the ring lands 
and the bore. This must be from .020 to 
025 in. This is important because when 
the pistons are in operation and have 
attained maximum temperature, the addi- 
tional skirt clearance will cause the pistons 
to rock in their bores, bringing the ring 
lands at the top in closer proximity to the 
bore. If the ring lands are left alone, they 
will actually make contact with the bore, 
which will eventually cause the rings to 
become siezed in their grooves, hence thei 
effectiveness as seals is lost. This correction 
is best applied to the ring land only in 
a small engine lathe. 

Now back to the crankshaft. This item 
should be farmed out to a good crank 
grinding shop for a size and alignment 
check and, if necessary, for grinding. In 
grinding the crank, the inside diameters 
of the rod and main bearings must be con- 
sidered because the crank must be ground 
to allow .002 in, clearance on rod bearings 
and from .002 to .003 in. clearance on main 
bearings. This means a very close measure- 
ment of the color-coded bearings in orde1 
to determine the finished diameters of 
crankpins and main bearing journals. 
Grinding the crankpins will automatically 
equalize the stroke on all four pins and will 
establish them at the proper 90 degree 
intervals, two points often overlooked in 
quantity production. 

If a crank doesn’t require grinding, it 
should be checked for straightness, correct 
stroke length and proper indexing of the 
crankpins. Variations are just cause for re 
jection or regrinding. It should also be 
“super-finished” on the crankpins and 
journals to bring the diameters to the low 
side of the tolerance. 

Next come the connecting rods, which 
are also victims of production tolerances. 
The two critical rod dimensions are center- 
to-center length between the large and 
small ends and the diameter of the bearing 
bore. Chevs use piston pins that are pressed 
into the rods so that needn’t concern us 
now. To correct for length and bore varia- 
tions, the mating surfaces of rod and cap 
must be ground, removing from .005 to 
010 inch on each surface. The rod cap 
is then secured with the rod bolts and some 
old rod nuts and torqued to 40 pounds-feet. 
The rod is then clamped in a lathe or 








internal grinder fixture that locates the 
small end on an expanding mandrel with 
the large end accurately located at the axis 
of rotation. The fixture is then rotated 
on the lathe or grinder spindle and, using 
an internal grinder, the out-of-round large 
end of the rod is ground to the correct 
diameter which, at the same time, restores 
the proper center-to-center length. 

Following this, the rods, pistons and 
pins must be assembled and checked for 
alignment. At this time, the small ends 
of the rods should be honed to permit a 
light push fit of the pins through the bores. 
This requires the pin bores in the pistons 
to be machined for snap rings for retaining 
the pins. Or aluminum plugs may be made 
for a light push fit in the pins. This 
operation doesn’t make the engine run any 
better but it certainly makes for much 
easier assembly and disassembly. 

This brings us to the point of balance. 
\ll rotating and reciprocating parts must 
be statically and dynamically balanced by 
a specialist balance shop. This means 
crank, flywheel, pressure plate, vibration 
damper, connecting rods, caps, bolts, nuts 
and bearings, pistons, pins and rings. 

Finally the block assembly is ready to 
put together. Well, altnost. There is first 
the matter of measuring the main bearing 
clearances. This is done by installing the 
main bearing in the block and main caps. 
The tabs on the bearings must be gently 
tapped back fully into the recesses pro- 
vided for them both in the block and in 
the caps. The crank should be placed in 
the block, first wiping the bearings and 
journals clean of all dirt, dust and oil. 
Place a strip of Perfect Circle Pastigage 
on each journal, then install the main 
caps and bolts but without the rear main 
seal, making sure the caps fit snugly into 
the steps machined in the block. Tighten 
the main bearing hold-down bolts in in- 
crements of 25 pounds-feet of torque until 
the maximum of 75 pounds-feet is reached. 
Do not turn the crankshaft! Remove the 
bolts, caps and strips of Plastigage and 
measure the strips with the scale provided 
in the Plastigage package. The bearing 
clearance must fall between .002 and .003 
in. Remove the crankshaft, thoroughly oil 
the bearings, journals and crankpins and 
reinstall as above, omitting the Plastigage 
but including the rear main bearing seal. 
Now check the fore-and-aft clearance of 
the crank between the thrust surfaces of 
the crank and the thrust surfaces of the 
rear main bearing. This may be done with 
a dial indicator or a feeler gauge. The 
clearance should be from .002 to .006 in., 
preferably between .004 and .006 in. 

The rod bearing clearance must be 
checked in the same manner, again using 
Plastigage. The clearance must be .002 in. 
The combined end clearance with two rod 
assemblies bolted on one crankpin must 
be between .008 and .014 in., preferably 
toward the latter figure. Torque on rod 
bolts should be 40 pounds-feet. As with 
the main bearings, the tabs on the rod 
bearings must be tapped into their respec- 
tive recesses. Also, it should take a slight 
push to seat the bearing fully into the 
rod and cap. The latter two points are 
extremely important. Entirely too many 
Chev engines have been lost due to sloppy 
workmanship on main and rod bearings. 
The small tab on each bearing shell is all 
that keeps the bearing from rotating within 
the main and rod bores. These being 


locked-in bearings, they are not meant to 
rotate. So if the tab is not properly posi- 
tioned in the recess and if the bearing 
shell is a loose fit in.itsybore, then rotation 
of the bearing within the bore is en- 
couraged. When this occurs, the tab slips 
out of its recess amd acts as a Wedge be- 
tween the crank afd bearing cap. If one 
is lucky, the resttlt is immediate siezurc. 
If one is unlucky — well, better have a 
broom and dustpan handy. The word has 
apparently gotten around that Chevys and 
other engines using the same type of bear- 
ing are in dire need of full-floating bear- 
ings similar to those used im 1932 = ‘48 
Ford and Merc V8's. While it is true that 
some engines do require this kind of treat- 
ment, the Chev does not, provided that 
the bearings are properly fitted ‘and in- 
stalled. 

At this stage of the game, there are three 
items that are indispensible to the final 
bolting together of the block assembly. 
The first requires that $1.50 be spent for 
a Chevrolet shop manual, available from 
most well-stocked dealers or from Chevro- 
let Division in Detroit. This book is very 
thorough in spelling out all the details 
of engine assembly. Of course, some of the 
dimensions and tolerances will be at vari- 
ance with ours but we are interested in 
maximum performance and, after spending 
almost five years in close company with 
this engine, we know ours are right fo 
this particular application. The second 
and third items cost not a penny in terms 
of money. They are laboratory cleanliness 
during and after all phases of assembly 
and gobs of patience to make sure that 
each detail is just so. 

Before we let the shop manual take 
over the chore of directing final assembly, 
there are some points worthy of emphasis. 
All the nuts, bolts, studs and miscellaneous 
pieces contained in the bottom end of 
the block assembly must be positively se- 
cured. The one exception is the self-lock- 
ing rod nuts if they are new and properly 
installed. Main bearing bolts must be 
drilled and each pair safety-wired together 
in the best aircraft fashion. The same 
applies to the bolt holding the oil pump 
in place on the rear main bearing cap. 
Ditto for the flywheel bolts and the three 
bolts holding the camshaft sprocket in 
place. In places where safety-wire isn’t 
convenient, new split spring type lockwash- 
ers must be used. Chev screened oil pump 
pickups have been known to fall off caus- 
ing the ruination of all bearings. The 
pickup pipe should be brazed to the oil 
pump body casting, eliminating such non- 
sense before it starts. 

The oil pan is next to receive its share 
of attention. Two sheet steel baffles, each 
an inch or more in width, must be welded 
to the inside of the pan. Each baffle runs 
fore-and-aft for the length of the deeper 
sump section of the pan and each is 
welded on a horizontal plane. The vertical 
location of the baffles must be well above 
the normal oil level but low enough to 
avoid interference with the crankshaft. 
This simple expedient will keep the oil 
from climbing up the inside of the pan 
and block during long, fast turns and 
the more disastrous consequence of having 
the oil pump pickup run dry. It’s also a 
wise plan to install a couple of accessory 
type breathers to the pan, preferably on 
the left side and again well above the oil 
level. 


Now that the lower end is properly 
put together and secured so that it won't 
fall apart from its own vibrations, we can 
plunge into some of the more romantic 
aspects. " 


CAMSHAFTS & VALVE GEAR 


This is an area where even the most 
thoroughly initiated mechanic can easily 
become ridiculously loused up. At the risk 
of being exiled to Detroit by my associates 
in this phase of the business, I will climb 
out on a long limb, with saw, and make 
a bold and brash statement. To wit: There 
are two acceptable camshafts available 
from your friendly, smiling Chevrolet 
dealer. “Acceptable” means that they will 
do a job, within their limitations, for 
the engine we have thus far constructed. 
These camshafts are the 57 and later Dun- 
tov, Chevrolet part number 3736077, list 
price $29.15 and, rather surprisingly, the 
‘56 standard Corvette mechanical lifter 
cam, Chevrolet part number 3711354, list 
price $21.65. 

However, some racing clubs and associa- 
tions openly permit camshaft changes to 
be made while other associations merely 
tolerate them. Still other groups are quite 
stuffy about it all, insisting on factory avail 
able equipment. The point here is to 
really know the rules of your own group 
and to take adavntage of said rules. This 
does not imply that one should knowingly 
cheat. But if the opportunity exists to use 
a special camshaft, grab it. If the racing 
group isn’t concerned with special cams, 
then the sky’s the limit. Well, almost. 
Such groups have usually and_ wisely 
specified that all valve train components 
be of factory origin. This automatically 
eliminates steel billet cams of both flat 
lifter and roller varieties, all special push- 
rods, double valve springs, spring retain- 
ers, etc. But this is no tragedy if one 
knows where to look for a special cam- 
shaft that will do the job with the above 
stock pieces. 

In order to be classified as better than 
the two stock cams above, a special cam 
must be blessed with several seemingly- 
conflicting attributes for the Chev engine 
to respond at its best. And this engine 


above all others, will respond like gang- 
busters to the right cam. First, the cam 
should be of the short effective valve 
timing type. This will insure a reasonable 
idle and good torque characteristics. 
Second, the torque should be right strong 
in the mid-range, say between 2500 and 
5000 rpm. Third, maximum power should 
be reached in the 6000 rpm range. Fourth, 
the engine should rev freely to at least 
6500 and preferably to 7000 rpm_ before 
being effected by valve spring harmonics 
or actual valve float or both. Too much 
effective valve timing will not only tor 
pedo the engine’s torque potential, which 
at best isn’t too strong, but it will actually 
lop off the top end power as well and. 
in general, will make engine performance 
quite miserable. Not enough effective valve 
timing will intensify the torque in the 
low and mid-ranges but the engine will 
be gasping for breath at the top end 
Thus our special camshaft is pretty well 
defined. 

But, at the $29.15 price, the late Duntov 
cam seems quite difficult to pass up. How- 
ever, it wouldn’t be any sensational bar- 
gain even if it were free. It is nice and 
easy on the valve train, the engine can 
be twisted a blue zillion, the price is right 
and it’s available, period. The low and 
mid-range performance of this cam is 
quite poor, the idle is worse and even 
with properly adjusted valve clearances, 
it’s entirely too noisy. So we're building 
a race car. So who cares if it’s noisy and 
evil-tempered at low speeds? You, friend, 
should care even if you don’t. 
output in any race car is of paramount 
importance and, in dealing with Chevs 
in particular, we simply cannot afford to 


Torque 


ditch the torque potential merely for 
sound effects. This point deserves con- 
siderable emphasis. The torque character- 
istics of any racing engine is certainly more 
worthy of development in the right direc 
tion than trying to obtain absolute maxi 
mum power. The range of maximum 01 
near-maximum torque should be as broad 
as possible and as high as possible insuring 
good flexibility and acceleration, even if 
this means a horse or two less at the very 
top end. With the camshafts available 
today, there is no reason to accept less 


Connecting rod bearings are not intended to be 


full-floating. 


To prevent mishaps, it is essential 


to tap the locating tab well into recess provided. 


However, to satisfy rules in some racing 
groups, the Duntov cam or some stock 
substitute must be used. It should be 
realized that the Duntov is a compromise 
cam and because of the shortage of mid 
range torque, it is actually somewhat ob 
solete as compared to those offered today 
Actually, top end power of the late Duntoy 
isn’t too bad; nothing outstanding but 
just not too bad. If we're restricted to 
using stock pieces, this is the cam to us¢ 
for the faster courses. The cam _ works 
at its best in the 4500 to 6500 rpm range. 


Below about 4000 rpm, performance is 
definitely dull. The power is over the hill 
at about 5800 rpm but engine speed can 
be increased to 6800 rpm safely and per 


haps to 7000 rpm with a set of selected 
valve springs properly set up. With these 
points in mind, the car should be geared 
for the particular course so the engine 
speed can be kept within the above range 
whenever practicable. On the straights, 
the engine can be turned up to 6500 on 
roughly 10 percent past the maximum 
power peaking speed. On some courses 
it would be advisable to gear the car for 
the turns and to lift the throttle foot 
a bit down the straights. A glance at the 
power curves shows that the power literally 
drops off a cliff after 6500 rpm. At 7000 
rpm, the beginnings of valve float are evi 
dent because the engine will not hold a 
load on the dyno even though the float 
is not yet audible. The point here is that 
the Duntov cam is quite limited in range 
and the decision to use it should be dete: 
mined by course conditions. 

\s an incidental, it is quite difficult to 
find two Duntov cams that will check out 
exactly the same regarding valve timing 
hey will, however, come reasonably clos« 
to these figures measured at the valve and 
with the correct operating clearances: In 
take opens 34 deg. BTC, closes 79 deg 
ABC, duration 284 degrees, net valve lift 
393 in. Exhaust opens 75 deg. BBC 
29 deg. ATC, duration 284 deg., net valve 


C k Ses 


lift .388 in. From this it can be seen that 
crankshaft de 


grees from what is referred to as “split 


the cam is advanced 21 


timing’; that is if the same cam wer 
intake and 
7214-3114 on the exhaust. This is de 


timed 3114-7214 on the 


sirable because the advanced condition will 
(Continued on page 50) 


Left, fuel in 
spec tally machined to prov ide dome 
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and valve reliefs. Below, early stock 


Corvette cam used with solid lifters has 


flat on rear journal. ’57 and late? 


Duntov cam has wider lobes and no flat. 
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jection’s 10.5/1 pistons are 





will out-dig, out-stop and out-corner anything from Hollywood to Modena. 
Soon we'll know if it can out-race them, too. 


by Stephen F. Wilder 


ANY A special builder dreams of someday becoming 

a bona-fide producer of sports cars for sale, but 

precious few ever get close. A brilliant exception, 

Bill Sadler of St. Catherines, Ontario bids fair to become 
Canada’s answer to England’s Colin Chapman. 

Bill’s attitude toward his interest is best described by the 

n he 

and Anne were married, his hobbies were photography and 

“ham” radio and there were cameras, antennae, develop- 

ing tanks, enlargers, transmitters and receivers all over the 


rather solemn phrase, “total involvement.” In 1953 wl 


place. On their honeymoon to England, they bought a 
green MG TD. And as sure as acorns become giant oaks, 
after they got back home, Bill ran it in a race near Ottawa. 
When he discovered he’d worn out a full set of tires in one 
event, he realized that even his job as a guided missile tech- 
nician didn’t pay well enough to support this activity. 

rhe MG was followed by a Singer and then by a Q-ship- 
like Hillman Minx. Bill had shoe-horned a Ford V8-60 into 
it! But they were none of them fast enough or cheap enough 
for Bill to be happy with so in 1954 he started en what 
would later be known as the Jowett version of the Sadler 
Mk lI. 

Total involvement means that in the fall of 1956 he and 
Anne and their two daughters upped stakes and moved to 
England where he worked for John Tojeiro as a designer. 
Like coals to Newcastle, he took his Mark 2 with him and 


in the following year, living in and out-of a converted 
English van, they took in as many English race meetings as 
they could manage. Home again a year later, he convinced 
his mother and father to stake him while he endeavored to 
establish himself as a constructor of sports cars. His parents 
own and operate Sadler Auto Electric, a highly prosperous 
firm, and perhaps it’s not accurate to say that he started 
from scratch. They gave him free access to the firm’s well 
equipped shop plus the exclusive use of the basement in 
which he started construction of a production prototype 
early in 1958. When you realize that a truck-size Clayton 
Dynamomotor is one of the items of equipment, you'll ap- 
preciate that this is sort of a back country version of GM's 
Tech Center, and just about an ideal place to build a 
special. 

\ year and a month ago in SCI, we chronicled Bill’s series 
of specials. They were a varied lot, three engines having 
dwelt in the first chassis, the last of which graduated to his 
second one to become the subject of Clarence La ‘Tourett’s 
detailed cutaway before being clothed in a new aluminum 
body. This Mark 2 car was campaignd on an extremely 
limited budget with considerable success. But the car was 
also built on a budget, using lots of second-hand parts, and 
it kept coming apart just as it would really get going. 
Probably its biggest moment was at the 58 Montgomery 
SCCA Nationals, where Bill pushed it in front of both 
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Ram-tubes highlight the slanted entry to Stu Hilborn’s 
newest injection set-up for Chev V8s. The towering 
Spalding distributor required a hole in the hood, 

so it will soon be moved to the front of the engine, 
where it will be driven off the crankshaft nose. 


Bill Sadler, a 27-year old Canadian, has designed 
an answer to Ferraris and Scarabs. Reproduc- 
tions soon to be available to enthusiast market. 








Windshield on Mk 3 is even with Mk 2’s hood. Driver's eyes are about level with fender crowns 


Scarabs and both Lister-Jaguars. But it was only a moment, 
because one of the universal joints in the rear axle gave up 

This meteoric performance, together with a solid win at 
the Watkins Glen Classic, was enough to catch both the eye 
and the enthusiasm of Earl Nisonger, president of one of 
the oldest firms in the imported automotive business. His 
first step was to have Sadler replace all the running gear on 
the Mark 2 with new parts, brand new, His next was to 
put Bob Said in the driver's seat and have him race it in the 
then-embryonic USAC road-racing program. Undaunted by 
a relentless run of ill-fortune, Nisonger then commissioned 
the crew-cut, 27-year old Canadian to build a completely 
new car. With two seasons’ worth of lessons run past its 
wheels, one in England where Bill worked for John Tojeiro, 
original designer of the Ace-Bristol, followed by one in 
Canada and the Northeastern States, this meant a lot of 
changes. 

In fact, the Mark 3 is a completely new car, but its 
heritage is evident from the needle-nosed fenders to the 
Sadler-designed swing axles at the rear. Differences abound, 
too. The simplicity of the ladder-like, large-tube frame of 
the Mk 2 has been abandoned for the lightness and con 
venience of a space frame built solely of square section, 
seamless tubing, .049 inches thick. This chrome-moly tubing 


varies in section from 34 to 114, but no matter what the 


size, the ever-present flat sides thoroughly simplify the 


shaping of joints and the provision of brackets. All welds 
were made with mild steel rod. It’s nearly a pure space 
frame, 1.e., a welded replica of a pin-jointed truss with no 
bending loads at the connections, but more important, as 
sill savs, “It does its job.” 

Its job is to hold the working parts of the car together 
with the least fuss and bother, Given a sufficiency of rigidity 
all one can ask of a frame is that it lose weight and not 
break. One of the best wavs to keep a frame light in spite of 
its heavy loads is to keep the upper and lower frame rails 
well separated. Sadler has done this to such an extent that 
at the front, upper ones are on the same level as the valve 
covers while the lower ones, 15-inches below, are flush with 
the bottom of the special twelve-quart sump. Depth is 
drastically reduced to ten inches at the cockpit sides to 
combine the legal-size doors and a satisfactorily low cockpit 
edge with the lowest seating position this side of a tobog 
gan chute. Behind the seats, the upper rails flare upward 
over the axle shafts with inches to spare so that the coil 
springs can be attached directly to the frame. An adjacent 
upright and a truss-like diagonal from the lower rail ensure 
that spring and shock absorber loads are well distributed 
into the frame, while a subsidiary framework to the reat 
serves several minor functions. Outboard it holds the pivots 


for the body's tail section, inboard it carries the minimal 


\cross the entire width 


Lucas battery as far aft as possible 
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CO. Lalourette 


SADLER MK 3 


SPECIFICATIONS 


POWER UNIT: 


Chevrolet 283 
Valve Operation 


no ipo :n-c'gh Oe 
Stroke/Bore Ratio............ 


Displacement 
Compression Ratio 
Carburetion by 
Max. 


Idle Speed 


DRIVE TRAIN: 


Transmission ratios 
I 


Wheelbase 

Tread, front and rear 
Front Suspension 
Rear Suspension 


Shock absorbers 
Steering type 
Steering wheel turns L to L... 


Tire size 
Rim size 


GENERAL: 


Weight, curb, as computed by 
weighing all parts 

Weight distribution, F/R 
as tested 


RATING FACTORS: 
Specific Power Output........ 


Power to Curb Weight Ratio. . 


Water-cooled V-8 

Pushrods and stamped rockers 
4.00 x 3.25 (101.6 x 82.5 mm) 
0.812/1 

372 cu. in. (5340 ec) 

11.0/1 

Stu Hillborn fuel injectors 
340 bhp @ 5800 rpm 

500-800 rpm 


1.00 

3.78 (Ford), as modified by 
alternative Halibrand spur 
gear ratios 


83 Ibs. space frame of welded 
chrome-moly square seamless 
tubing 

86 in, 

53%, 51 in. 

Coil and nearly equal wishbon 
Low pivot point swing axle, 
fully articulated drive shafts 
Koni adjustable telescopic 
inside the coil springs 

Morris Minor rack and pinion 
2% (being changed to 154) 
Girling discs, A (11 in.) front, 
B (10% in.) rear 

5.50 x 16 front, 7.00 x 16 rear 
4.5 x 16 front, 5.5 x 16 rear 


1650 Ibs. 


47% U.S. gallons 


1.04 bhp/cu., in. 
4.9 Ibs./hp. 


SPORTS CARS 


runs a bumper-like cross piece which should protect the 
Halibrand quick-change center section from brakeless com- 
petitors. Total frame weight, including brackets, is only 
83-lbs. 

From the tront cross-member to the next to last one, the 
bottom of the frame is only a belly pan’s thickness away 
from being the bottom of the car . which is just 414 
inches from the ground, The latter proved to be insufficient 
when Bob Said burst a tire against a runway marker light 
at Nassau and the Mark 3 sat down on its frame and slid. 
Static flat tire ground clearance is about half-an-inch, but 
dynamically, it went negative for long enough to grind 
some essentials away. 
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Back in the days when Bill was just another special- 
builder, one of his guiding principles was, sensibly, “What 
can I get for cheap?” 


Availability of components affected 
layouts, a noteworthy example being the second-hand ENV 
pre-selector gearbox. Obtained on an even swap against a 
well-used TR engine, it was a 


natural for the rearward 


location adjacent to a drive 


frame-mounted final 


center 
section. 

But now, with Nisonger’s backing, Bill is aiming at more 
than “just a race-winning car, he wants to build saleable 
cars. Not only are junkie parts out of the picture, but so 
are unusual, hard-to-get items like that gearbox. Nothing 
could be more natural than to use the fully synchronized 





Chevrolet four-speed gearbox and, since the shoe fits, why 
not bolt it onto the bell housing? 

The engine is but of course a Chevrolet. If any engine will 
steal the tithe ubiquitous from the Coventry Climax fire 
pumper, it’s surely this Detroit barge pusher. Though Bill 
has experimented considerably with power plants himself 
(his raucous fuel-injected TR will be long remembered) 
he felt that ample power for road racing with equal portions 
of reliability was available in the bolt-on equipment field 

Stu Hilborn’s latest angled-port fuel injection unit pro 
vides the mix. this Chevy cocktail is an air 
cooled Spalding distributor. It gives a hot spark alright, but 
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Fred Davies, Bill’s right-hand man in the construction 
of the new Mark 3, helped him build it in only eight weeks. 





Trying cockpit on for size, Bill indicates better leverage 
achieved by nearly horizontal steering wheel. Transmission 
and central part of space frame are neatly covered by sheet 
aluminum shroud which was installed with explosive rivets. 
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Outboard of the wishbones, front end is 
stock Triumph. Special tubular wish- 
bones locate, Morris rack, pinion steer. 


the reason for air cooling is that its co- 
axial rotors are stacked vertically, making 
the whole unit a good bit taller than the 
hood line. They’re much like magneto col- 
Jector rings. Since it’s right in front of 
the windshield, and aerodynamics aren't 
considered too important on America’s 
sprint-like courses, well, it just sticks up 
there in front of Bob Said and everybody. 
Bill discovered last year that as far as class 
wins are concerned, it’s better to enlarge 
the 283 cu. in. (4640 cc) enough to get over 
the five-litre mark. This time he went 
way out. The bore and stroke are now 
4.00 and 3.25, 14 and 4 over stock dimen- 
sions respectively, making the displace- 
ment equal to an impressive 327 cubic 
inches (5340 cc). At 5800 revs, output is 
estimated at some 340 horsepower. 

At the heart of this engine is a Racer 
Brown “Super-Torque #2” camshaft, iden- 
tical to the one chosen by Warren Olson 
for the Scarab’s assault on Nassau. Short, 
bell-mouth ram tubes admit fresh air, 
while burnt gasses are expelled through 
carefully shaped exhaust pipes of 15-inch 
diameter. The four separate pipes sweep 
close together as they pass behind the 
wheel well. Just after they emerge through 
the body itself, they enter a six-inch long 
pseudo-muffler that is only 3-inches by 
5 in cross-section. These individual pipes 
vary in length from 30 to 34-inches, meas- 
ured from the cylinder head to the begin- 
ning of the muffler can, the front ones 
naturally being slightly longer than the 
rear ones. The lengths were chosen to pro- 
vide exhaust-tuning but the effect of this 
small variation is to somewhat spread the 
usually abrupt boost of power, though 
perhaps at the cost of unequal loads on 
the crankshaft. Beyond the muffler ex- 
tends two-and-a-half feet of three-inch 
exhaust pipe; its bellowing roar at full 
throttle makes a diesel tractor sound like 
a power lawn mower. 

But all this is fairly straight-forward 
and not too unusual. Not so the Sadle 
touches. Though none of them stick up 
and scream for attention, there are several 
items well worth noting. 

To ensure an ample supply of oil even 
during 250-mile events, Bill welded up a 
12-quart, T-section pan to close off the 
crankcase. This provides the same oil level 
as the standard five quart sump but the 
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More Girling discs and Sadler-designed 
hubs are located by paired radius rods, 
tapered swing arm welded of mild steel. 


larger volume gives the oil more time to 
cool before being pumped through the 
system again. 

As on his previous Chevrolet-engined 
car, Sadler has made a carefully baffled 
breather pipe so that the extra large sup 
ply of oil isn’t promptly pumped over 
board. The reasoning behind the baffle 
is this: The fumes from the crankcase 
(heavily laden with oil vapor) , are pushed 
to the breather pipe by the pressure of the 
blow-by past the piston rings. But the 
breather pipe is necessarily much coole) 
than the crankcase so droplets of oil con 
dense on its inner surface. 

On racing engines, with especially loose 
fits between pistons and cylinders to re- 
duce friction, blow-by is more extensive 
by far than it is on touring engines. In 
stead of draining back into the crankcase 
the condensed oil is normally swept over 
board by the rush of air. Sadler’s ingenious 
system provides a trap for the droplets by 
forcing the blow-by fumes to follow a 
somewhat circuitous path. 

Also stemming from his Mark 2 car, 
tapered shock absorber rubbers are used to 
mount both engine and gearbox to the 
frame. They isolate the high frequency 
vibrations (which only have small ampli 
tudes) without allowing excesses of en 
gine movement as do normal rubber en 
gine mounts. 


Bolted firmly together at the bell hous- 
ing, the engine gearbox combination has a 
three point installation. A welded-up, mild 
steel carrier extends across the front of the 
engine below the crankshaft center line. 
It reaches down to the lower frame rails, 
where cylindrical fittings from.shock ab- 
sorber ends accept the pairs of tapered 
rubber bushings. Bolts, lying fore and aft, 
connect this installation to small flanges 
on the second lower crossmember. 

Under the rear of the gearbox exten- 
sion, two side-by-side vertical studs pick up 
a pair of spigot o1 compression-type shock 
absorber mountings. The attachment is 
to a central portion of the frame which 
runs inboard from the front suspension 
and downward from the cowl section, still 
tapering inward, and ending in a mount- 
ing cradle for the Halibrand center-section, 

Between the engine and gearbox, both 
the flywheel and clutch are aluminum, as 
is the bronze-faced pressure disc. A single 
(Continued on page 56) 
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GMC truck-style Spicer universal joints sprout from speical bearing 
carriers on sides of Halibrand quick-change differential. Outer joints 
are Chrysler pot-type. Swing arm pivot bolt is seen through belly pan. 





Mark 3’s Nassau introduction proved meteoric, brilliant but short- 
lived. Brief as it was, it impressed many, including Stirling Moss. 


Without anti-roll bar, Mk 3 tilts a lot as Bob Said presses on through fast bend. 
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This high-tailed Anglo-American race car 
goes better with the addition of two more 
cylinders, and one less cam. 





by Bill Pollack 








L DEAN, as owner of the Dean Van 

Lines, moves mountains of furniture 

each and every year. This occupation 
earns him —maybe not mountains, but 
comfortable hillocks of green cash each 
and every year, which in turn allows him 
to sponsor spotless Indianapolis-type cars. 
His knowledge of American racing ma- 
chinery then is slightly less than encyclo- 
pedic in scope. 

Knowing all this, | was a little hesitant 
about talking to Al on the subject of run 
ning a sports car. We had talked in the 
past about sporty cars, but just in a gen- 
eral sort of way. His main objection was 
“no money.” He _ had _ said, succinctly 
enough, “Hell you guys are crazy to stick 
your necks out for a brass ash tray”, and 
1 couldn’t say that I disagreed with his 
thinking. 

With the announcement of the River- 
side Grand Prix, sponsored by the Los 
Angeles Times, Al began to delve a little 
deeper into the subject of roomy race cars 
Interest soon deepened into desire and we 
found ourselves with just two months to 
select and prepare a car for the big go 

Ferraris sounded interesting, but we 
could only get a three litre. Both of us 
felt that we would have to have at least a 
new 4.1 to be competitive. The West coast 
Ferrari man had only one of these cars, 
and he was saving it for Phil Hill. Over 
and above this Al felt that he wanted 
something with an American flavor—this 
thinking brought us to the Lister chassis. 

Most of our information on the cat 
came from an SCI article (July 1958), as 
neither one of us had ever seen a Lister. 
Ihe machine had an immediate appeal, 
because it was a type on which we could 
use some imagineering in the process of 
bringing it to final race tune. 

Knowing the type of car we wanted and 
finding one for sale proved to be two dif- 
ferent stories, however. There were several 
in the East, none of which were for sale. 
Our local Lister dealer, Tom Carstens, of 

Tacoma, had a car but was reluctant to 
part with it. Tom was a good friend of 
mine. He had owned the big, black #14 
Allard which I drove in the early ‘50s 
his combination overawed quite a few 
competitors on the West coast in those 
days. The Lister was another matter, how- 
ever. It had become a community project, 
with many of his friends devoting count- 
less hours to preparing it for active cam- 
paigning. 

Some of the things they had done to the 
car included changing the fuel system, 
strengthening the front end and building 
in a removable firewall to make engine 
swapping simpler. Needless to .say the 
Carstens crew were enamoured of then 
machine—especially since it had won its 
first time out. Attrition tactics on my part 
broke Tom down and he agreed to sell us 
the car. 

Ihe Lister had been originally fitted 
with a Chevy engine, but we purchased it 
without a power plant. This would allow 
us-to try some of our own ideas on how 
to make a Chevy produce large gobs of 
horsepower. The engineless Lister was 
shipped to Bruce Crower in San Diego, to 
be powered and pampered in time for its 
Riverside debute. With a six-week time 
limit Bruce, and his right hand man Dave 


Snyder, were mighty busy race car con- 
structors, 

Crower, a familiar man areund In- 
dianapolis in the last few years, was new 
to sports cars. This didn’t disturb him 
at all, however. It was his contention that 
a race car built-for-two was no different 
than any other built to run. The finished 
machine more than proved him right. 

\fter many sleepless nights the com- 
pleted car arrived at Riverside the day 
before the race. An even bigger cliff hanger 
was provided by the appearance of ow 
tire supplies on race day! My first look 
at the car all in one piece brought home 
the fact that Bruce’s ideas on exhaust 
systems consisted simply of not having any. 
Che Lister had eight straight stacks stick- 
ing out the side and that was it. It looked 
and sounded like an old P-40. Bruce had 
just recently built up an engine for a rail 
job that had clocked 162 mph — so that I 
couldn’t argue with him about what con- 
stituted an adequate exhaust system for a 
competition engine. Besides, the mill had 
been completely set up on a dyno. 

It is always an interesting feeling when 
you take a new race car out for its first 
canter. The Lister-Chevy was no exception. 

I sat in the car and Bruce checked me 
out on the starting procedure. We wert 
running carburetors, so firing up was rela 
tively simple. The engine started at first 
touch of the button, with a soul-stirring 
“ripping cloth” sound. It was very respon- 
sive to the slightest throttle pressure. A 
gentle toe tap sent the revs racing around 
the tach. It felt, in fact, like Bruce had 
forgotten to include a flywheel. This was 
almost the case, because the flywheel being 
used was all aluminum with an aluminum 
clutch and pressure plate — the net result 
being that the drive train was very light 

I eased the car into first and pulled out 
on the course. My instructions were to turn 
a couple of slow laps to get all the parts 
up to working temperature, then to grad 
ually increase speed. For this first lap I 
held the car to 3000 rpm as I checked fon 
oil leaks and just generally enjoyed having 
a fine machine under my command. With 
Morris Minor rack and pinion steering 
the Lister was one car that you had to 
drive with your fingertips. This delicate 
steering was the first thing I was aware 
of during my three slow laps. Everything 
felt right so I decided to try a fast one. 
I held it at 5500 rpm down the chute just 
to make sure that everything like brakes 
and such would work. After checking, 
I turned her loose. The big telltale- 
equipped tach read a good solid 6600 as I 
boomed into the descending first quarte 
of the mile-long Riverside straight. Even 
MGs can break the magic century on this 
portion of the course. We had to be com- 
petitive with a 169 mph posted by the 4.9 
Ferrari if we were to go motor racing on 
“the” day. 

As soon as I had taken one or two fast 
laps our first problem became apparent 
\t speeds over 150 mph we got quite a bit 
of lift in the front end. Carroll Shelby, who 
had been standing on the course, said that 
it looked as though the front was going 
to come completely off the ground. In fact 
it was lifting a good eight to ten inches. 
[Chis worried me because it cut down visi 
bility from the car just at a point on the 


course when you wanted it 


- not to men 
tion what it did to the steering. Later, I 
talked to Masten Gregory who had driven 
Listers in Europe. He claimed that they 
had had the same problem on the ultra 
fast Arvus circuit in Germany. The factory 
solution was to raise the rear of the cai 
about two inches to spoil the airfoil. They 
also altered the shape of the front fenders 
to achieve the same effect 


Since our discovery of this difficulty 
occurred on the Saturday before the race 
we couldn't go to any major changes to 
correct it. The only positive solution 
would have to come from the drive in 
this case me. I would have to compensate 
for the 10 or 15 mile-an-hour breeze that 
always blew across the straight at River 
side. Extra compensation would be needed 
when the car shot out from the lee of the 
two cliffs that border a good part of the 
chute. To make it still more interesting 
the Lister at speed would not accept di 
rectional changes immediately. In fact, if 
the driver was pure in heart, and had the 
nerve, he could make strong motions with 
the steering wheel at speeds over 150 mph 
Chis is not recommended at lower speeds 
in fact it’s not recommended at all. 

\ secondary problem that came to light 
during our shake-down cruise was which 
tires at what pressures best suited the 
Lister. Riverside is a rather unique cours¢ 
It has a straight that is over a mile long, 
starting with a good downhill run in. This 
fast section is bounded on left and right 
by two cliffs. The road here is at least 


ghty-feet wide with a white stripe down 
the middie to help you keep reasonably 
well aimed. The end of the straight is a 
long banked downhill turn that leads into 
the pit straight. This can be entered at 
about 80-90 mph, but it is best to come 
in with a little less velocity than that and 
gradually build to this optimum. The 
course is smooth surfaced making it easy 
on tires, but not so good for providing 
big-bore machinery with lots of bite com- 
ing out of the various corners. The prob- 
lem then was to obtain the right combi- 
nation of tires, pressure, engine powe1 and 
gearing to get the best performance all 
around the course including the esses 
and the one hairpin at the top of the 
circuit. The engine had been designed to 
deliver its power at 4600 at which point 
it came in with a gratifying thump, and 
stayed in up to 5600 rpm. At 6000 it leveled 
off till you reached the danger point at 
6600 rpm. These rev points may sound low 
but we were running a big 350 cubic 
incher, with three-and-a-half-inch stroke 
You just don’t turn these big ones as fast 
as a stockstroke Chevy some of which 
will go to 8000 

For tires we had the new soft Engleberts 
and we had just about decided to go to 
larger shoes at the rear. [his would give 
us a Slightly higher top speed, and spoil 
the air flow to help keep the nose down. 
The ultimate decision on tire sizes then 
was 7:50 on the rear wheels and 6:00 on 
the front 

Tire pressures were determined by cut 
and try methods as was handling. For 
example, turn six at the top of the coursé 
could be taken in either first, second, o1 
third gear. By using the stop watch we 
determined that we could not improve on 
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Note stiffening webs welded to lower wishbone and 
around pivot points of upper arms. Anti-roll bar is 
attached to lower wishbone by rod and clevis joint. 


our times through the corner in first o1 
second. We got a lot of wheel spin, made 
lots of noises, but simply did not go any 
faster than when I used a cautious appli- 
cation of power in third. Incidentally, be 
cause of the great amount of power that 
came in at such low rpms we were able to 
lap Riverside with only two gear changes 
per lap — one up and one down. This was 
on the major fast straight where we would 
use fourth, the rest of the course being 
driven in third. 

With a long, busy Saturday behind us 
Bruce towed the car back to San Diego fo1 
a quick look at the main and rod bearings 
to make sure that everything had gone 
according to plan. During practice the en- 
gine had been running a little on the 
warm side, so Bruce took the time to 
fabricate baffling to force more air down 
and through the radiator. 

Race day dawned hot, dusty and full 
of people. There were lines from the gates 
as far as you could see — later stories of 
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waiting over an hour to get in were preva- 
lent. We had a good starting position in 
the front third of the grid. The only prob- 
lem was how to stay alive in the terrific 
heat until race time at two o'clock, I 
finally found an air mattress and crawled 
under the truck. As our starting time ap- 
proached I once again went over in my 
mind all of the things that we had done, 
and mentally double checked all the things 
that can come loose or go wrong during 
a race. I was anxious to try a new brace 
that we had made for my shoulder. The 
Lister does not have bucket seats, and I 
found that I had to grip the wheel hard 
just to stay in the car on right hand bends. 
We had made a gadget that slipped in 
behind the seat and formed pad or brace 
for me to lean against. Little things like 
this allow the driver to relax and drive 
the car. 

The start was the usual dog fight of 
snarling, straining machines. The Lister 
proved a surprisingly lithe tool for this 





The office is comfortable and functional . . . for the 
driver. Passenger would have to avoid shift linkage 
to Corvette four-speed gearbox. 


sort of cut and thrust work. Using the 
car’s acceleration I managed to pick up 
half a dozen or so places by the time the 
pack got to the top of the course. After 
eight or nine laps I noticed that the 
temperature had climbed to the dangei 
point. A decision had to be made 
whether to slow down or come in. I voted 
for slowing down. In an hour or so a 
good portion of the 40-gallon fuel load 
would have been sucked through the 
carbs, and the outside air temperature 
might drop. With this tactical plan laid 
out I drove by the heat gauge — keeping 
it just under 215° F. 

[he cars quickly strung out, and I 
found a niche that seemed okay for both 
man and machine. It was at this point that 
one of Carsten’s warnings about the car 
was brought forcibly to mind. The Lister 
is fitted with Girling disc brakes, and 
unless a specially recommended — and al 
most impossible to find — hydraulic fluid 
is used there is a loss of pedal. As Tom 


Exhaust on right side passes over box that holds drivcr’s feet. Vent cools them. 
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Stroked Corvette engine fits well in Lister chassis. 
Pipes would look more at home ona drag strip, but 
they seem to work. Noisy! 


described it, “the fluid boils, and there 
are no brakes, but if you pump fast enough 
they come back”. Coming down into the 
9th turn I had the indescribable feeling 
of backing off at 150 mph or so and 
finding no brakes. My right foot was a 
blur as I tried to pump the stop pedal 
back into usefulness. The Lister was 
rapidly running out of road, and when 





something did happen it all happened 
at the right front brake. The inevitable 
result was that I entered the bend at an 
impossible speed. 

When this happens to you there is only 
one thing to do. Drive through the corne: 
as though you didn’t know that it was 
impossible to make it. Sometimes, if the 
gods smile, you can make it. This, how 
ever, was not one of those days. I went 
into a long, slow spin that ended with the 
car on the inside of the course facing in 
the direction of traffic. I didn’t even lose 
my place — but there are a few extra greys 
in the old thatch. 

(Continued on page 59) 








Pollack talks to Chris Christian of Dean Van Lines. 
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Air taken in at scoops located in top-front surface 
of rear fenders passes over brakes and exits 


through slots. 


LISTER-CHEVROLET 
PERFORMANCE 
TOP SPEED: 
Fastest time + eoee anage at 
Riverside * 161.9 mph 
ACCELERATION: 


Standing % mile........ 
Speed at end of quarter 


FUEL CONSUMPTION: 


During Riverside Grand Prix 


SPECIFICATIONS 


POWER UNIT: 
Chevrolet 283 
Valve Operation.......... 
3 eee 
Stroke/Bore Ratio 
Displacement... 
Compression Ratio. 
Carburetion by 
Max. Power 
Max. Torque 
Idle Speed. 


DRIVE TRAIN: 


Transmission ratios 


Final drive ratio 


CHASSIS: 


Frame. 

Wheelbase 

Tread, front and rear 
Front Suspension 


Rear Suspension 
Shock absorbers 
Steering type 


Turning diameter 
Brakes. . 


Tire size. 


GENERAL: 
La. . whee 
Width. 
Height. 
Weight, as tested, curb 
Weight, laden 
Weight distribution, F/R 
Pree 
Fuel capacity........ 


RATING FACTORS: 
Specific Power Output.. 


Piston speed @ 60 mph.. 


5.6 mpg 


. Water-cooled V-8 
..Pushrods and stamped rockers 


.0.875/1 


-.- 2.20 
.. 1.66 
. 1.31 
. 1.00 


. telescopic, in unit with coil 


- . MG rack and pinion 
Steering wheel turns L to L 


. 162 in. 
. 62% in. 


9 
52 
. 42 U.S. gallons 


Power to Weight Ratio, laden 


Speed @ 1000 rpm in top gear. 24.9 mph 





12.6 seconds 
116.6 mph at San Diego 


4.00 x 3.50 in. (101.6 x 88.9 mm) 


352 cu. in. (5780 cc) 

11.2/1 

Six Stromberg 48 down-drafts 
330 bph @ 5600 rpm 

322 Ibs.-ft. @ 4600 rpm 

950 rpm 


3.31 


Welded tubular steel frame 
92 in. 

52 and 54 in. 

Parallel, equal length wish- 
bones, coil springs 

de Dion tube, four trailing 
arms, coil springs 


springs 

ee 

60 ft. 

Girling 12 inch disc, 
quick-change pads 

6.00 x 16 front, 6.50 x 16 rear 








39 in. (27 in, at cowl) 
1790 Ibs. 
1950 Ibs. (one passenger) 
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.0.94 bhp/cu. in. 
5.9 Ibs/hp 
. 1400 ft./min. 


“It’s just a TD.” 





CHEVY 


by Philip Peyton 


NYONE WILL ADMIT that a stock MG-TD just 
A evs go. A really sensible man would simply say, 

“Buy a Twin Cam.” But TD owners are a special 
breed — whatever the reason may be, they like TD's. 

There are undoubtedly, more recipes for hopping up an 
MG than there are for chowder, from stage tuning right on 
up. Here’s a new one: take a tired TD, a Corvette V-8 
engine, an extensive mechanical background and a passion 
for speed. Stir thoroughly in a well-equipped shop. The re- 
sults will be a good-looking, functional machine that bet- 
ters 6.5 in the 0-60 range, easily tops 105 in the quarter mile, 
and just surprises the living you-know-what out of Thunder- 
birds and Golden Hawks. 

Che perpetrator of this hoax on “sporty car’’ owners is a 
mild-looking, middle-aged, multi-talented machine shop op- 
erator from Mineola, Long Island, named Brett Nichols. 
Brett makes his living manufacturing display pieces for large 
corporations, and is an auto-enthusiasts dream type. He'd 
sooner talk about Bugatti’s than anything else. 

Che conception of the MG-Chevwvie graft was formulated 
back in January, 1957. Brett was approached by an ac- 


HOW TO TURN ATDINTOA 
TAIL-WAGGING TORNADO. 






Right side of shoe-horned V8. 
quaintance who was getting poor performance from his TD. 
Nichols had been toying with the possibilities of a big OHV 
engine conversion in a light, well-built roadster, and agreed 
to take the “load” from his unappreciative pal for $235. He 
pulled the engine, transmission, rear end and instrument 
panel, and sold them to the local Morris garage for $200. The 
cost of the purchase was therefore boiled down to a remark- 
able $35. 

Brett called Bill Frick, an associate of Phil Walters, who 
used to drive Briggs Cunningham’s brutes and who raced 
in the East under the name of Ted Tappett, and who spe- 
cialized in putting Cadillac mills in Fords. Through Frick, 
Nichols was able to locate an almost new, straight-stick Cor- 
vette engine that had recently been displaced by a husky 
Cadillac. 

With all the ingredients assembled, Brett began the long, 
involved process of turning them into a “good-looking, func- 
tional machine.” After some preliminary measurements, he 
iound that the three-speed, close-ratio transmission and the 
265 inch Corvette engine would fit into the MG frame, al- 
though considerable alteration would be necessary. 








Suitable speedometer gears could not § 
be found so velocity is determined by 
calibrated card under Corvette tach. 
Other gauges are stock Stewart-Warner. 



































Bulge in bonnet side is only hint that 
four more cylinders have been added. 





Left side of MG-Chevy 


The first step was complete disassambly of the MG. The 1954 Studebaker Commander rear axle assembly to the 
radiator, front fenders, body and cowl were removed, leaving project. 
only the front suspension and rear axle intact. When the [It was necessary to make the tread of this axle 4 inches 
Corvette engine was lowered into place, two problems arose. narrower, which would still leave the rear tread one inch 
The MG brake and clutch pedal box was in the way of the wider than that of the original MG. Since the Studebaker 
left rear engine mount, and the Chevvie starter interfered axle is not symmetrical about the drive shaft center line, the 
with the right frame wall by about an eighth of an inch. axle-housings were cut 3 inches outside the center section 
Brett removed the pedal box and ground the frame slightly forging; then 21% inches were cut off the left hand housing 
to clear the starter. Front and rear engine mounts were fabri- and 11% inches off the right hand housing. Heavy wall tubu 
cated of 3/16 cold-rolled steel and welded to the frame, lar sleeves were made to fit over the outside of the axle 
allowing room for 1% inch thick rubber vibration-absorbing housing, slipped over the 3 inch ends which had been left 


pads. The tubular cross member serving as a rear engine on the center section forging, and the shortened axle hous 


mount for the MG engine was cut out about 2 inches from ings were inserted in the sleeves. After close alignment, the 


the frame rail on each side, and a new curved member was whole assembly was then rewelded 
fabricated to go under the Chevrolet transmission. A T-cross A new right hand axle was made by using a 1953 Stude 
section, additional cross member was made and welded in baker axle (34 of an inch shorter than a ’54), cutting off 


place for the Chevvie tailshaft support. ¥, of an inch from the inner end and remilling the splines 


The lowest gear ratio obtainable to fit the MG rear axle an additional 


, inch. On the left hand side it was not 
housing was 4.55 to 1, and even at that the ability of the 


possible to do this since the shape of the axle forging did 
MG parts to stand the strain was questionable. So the whole not permit a 214 inch reworking. Therefore, a new axle 
rear axle assembly was changed. Bill Frick contributed a was made from an old truck axle bought in a junkyard. A 


55 Ford carrier and spider gear assembly (interchangeable 
(Continued on page 58) 








Big-bore pipes handle exhaust gases 
from 283 cu. in. Chevy engine. Back 
axle had to be fabricated from 

Ford and Studebaker parts. 











OLD FERRARIS NEVER DIE 


THEY GET CHEVVIES STUFFED INSIDE! 





FERRARI 
CHEVY 


by Robert Lee Behme 


ROM BANGKOK TO BANGOR, the name Ferrari 

has long had a magic ring. Around the world it has been 

synonymous with invincible speed and power. To the 
man in the gallery at sports car races, the name conjures up 
the image of incredible acceleration and unbeatable cars. 
The few brave experts who tried to explain that these ad- 
jectives were applicable only to the Grand Prix and sports- 
racing machines were laughed at, or at best, ignored. 

The unpleasant truth is, however, that Ferrari makes hot 
cars and Ferrari makes comfortable cars. Seldom have the 
two elements been combined. The comfortable cars, the kind 
running loose on city streets, have been powered usually 
with small engines, hot enough for their small size, but 
hardly equal in go-ability to big-cube monsters. 

In Malibu Beach, California, an exclusive, money-green 
settlement north-west of Los Angeles, Benjamin Bok, a 
slight, studious composer purchased a used 1951, 2.6 Vignale- 
bodied Ferrari coupe. He had great expectations, seeking 
the truthful ring of power under the handsome, custom 
body. This sort of thing is important in Malibu where a 
splendid car in front of the garage is worth two swimming 
pools in the yard. When Bok found that the small V-12 was 
comparable only to other small engines, having barely the 
power to pull an olive from the nearest sun-kissed martini, 
he was understandably crestfallen. 

Bok is a man used to the attainment of what he wants. 
He liked the design of the Vignale body and the appoint- 
ments of the leather-rich interior. He liked the suspension 
and the handling. So he took his car to Warren Olson, a 
mechanical alchemist noted for providing proper solutions 
to the many ills and problems which beset sports cars and 
their owners. Olson had indeed an answer and his answer 
was Detroit-like in its simplicity. 

“No matter who makes the car,” Olson told Bok, “when 
you want power, you want inches.” 

With this in mind, Olson took out the 2.6 engine and 
replaced it with the engine from a 1957 Corvette. Running 
over 4.6 liters in displacement and modified to the extent 
of carrying three Stromberg 97 carbs and a reground cam, 
the V-8 puts out nearly twice the power of its 2.6 liter 
predecessor. 

Placed as far back in the engine compartment as could 
be, the front of the Corvette engine is four inches further 
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Inches, and plenty of them, proved to 
be the answer. Detroit’s cast-iron threat 
to the mills from Modena nestled 
neatly into the Ferrari's engine 
compartment. 




















Lo 
at 
rd 


1e 
rt. 




















back than the admittedly longer V-12’s was. New motor 
mounts were built from steel plate to fit the Corvette engine 
to the Ferrari frame. The stock exhaust system was modified 
slightly to fit around the steering column, a small section 
near the center being cut out on one side. A larger capacity 
radiator was fitted up front. Since the body was designed 
around the smaller, lower engine, it was necessary to install 
a header tank high up on the inner fender panel to ensure 
that water passages in the head would stay full. 

Olson fitted a four-speed Corvette transmission, a natural 
for this engine, though it was necessary to modify the link- 
age and to install special transmission mounts. The reverse 
shifting arm was turned over to fit around the frame mem- 
bers that came too close. 

Lest all the new-found torque bust the final drive wide 
open, a ‘56 Ford center section was grafted between the 
desirable Ferrari hubs and brakes. To avoid unnecessary 
wheelspin, a limited slip differential was used. Connecting 
all this with the gearbox is a shortened, rebalanced Corvette 
driveshaft. 

Changing the transmission created two more problems. 
Ihe clutch, in order to be easily connected, had to be 
hydraulically operated. (The Ferrari has a right hand drive, 
but Chev gearboxes have clutch arms on the left.) Olson 
installed two hydraulic cylinders from Ford pickup trucks, 
mounting the master unit on the right frame and the slave 
unit on the left frame, blocking the unused openings. Brass 
tubing was attached to the frame and flexible hose links 
the tubing to the cylinders. Inside the body, it was neces- 
sary to modify the floor tunnel to fit around the beefier 
gear box. 

Shortly after the swap was completed Bob drove into the 
Chevrolet agency in a small California town for an oil 
change. 

“We don’t work on foreign cars,” the lone mechanic 
announced, scratching his head in wonderment. 

“This isn’t a foreign car,” Bok said soberly, “It’s a Chev- 
rolet.” 

The man took a quick look under the hood. There, he 
recognized the familiar outline. 

“Ill be darned,” he said, “have those foreign fellows 
finally come to their senses?” 


Enzo would probably turn purple, but 

that ’56 Ford differential stands up to 
the Chevy's torque a little better than 
the original equipment. 












































It’s still a sports car! Four-speed 
Corvette box sits only a little higher 
than original cog case. Shift linkage 
had to be reworked to clear frame. 
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Engine (above) runs three Stromberg 
97 carbs, and reground cam, Reverse 
link (below) on four-speed box was 
turned over to clear chassis frame. 
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JAG 


CHEVY 


It’s a tight pinch if you want that last inch 





HE MORALE of the British motor 
B bee industry received an auspicious 

boost in 1954 simply by having Sir 
William Lyons deftly lift the mantle cover- 
ing his newest contribution to automobile 
racing, and display a vehicle as revolution- 
ary in design as the one presented by Mer- 
cedes in a day when solid axles and ellip- 
tical leaf suspension still held sway. 

It would be nice to say the newly intro- 
duced D Jaguar was taken to Le Mans, 
swept the field in a blaze of glory, and 
lived happily ever after. However, such 
was not the case. The D was beaten by a 
Ferrari. To be sure, it was five litres 
against 314, and the race was run under 
continuous rain conditions, which meant 
the Ferrari’s brakes and transmission were 
not put to their most severe test. But the 
English did lose, finishing second at an 
average speed of 105 mph. 

Some months after the 56 Sebring race, 
the third place winner had its engine 
come unstitched due to over-revving. Gen- 











by George Moore 


It may not have twin cams, but it 


does have twin cylinder heads. 


Chevrolet V8 fits like it belonged in 


strictly race “D”’ type chassis. 


eral Motors was in the market for a D at 
the time, so the car was shipped to Detroit. 
Supposedly, Chevrolet Division wanted to 
drop an experimental engine into the 
space left vacant by the exploded six- 
holer, but for some reason, the transposi- 
tion never took place. What caused the 
Division’s discontinuance of their efforts 
is a matter of much speculation. They may 
have discovered their own four-speed 
gear box wouldn’t go in without revamp- 
ing the front suspension system, or pos- 
sibly the promotion of the SS canceled 
out all thought of using a foreign chassis. 
Ultimately, Ensley purchased the automo- 
bile, which had not been touched. 
When swapping an in-line engine for a 
V8, space limitations generally cause a 
certain number of problems. This was the 
case with the proposed Jag-Corvette, and 
while solutions were not right at hand, 
they certainly could be found. A few tight 
squeaks developed, but some rule-of-thumb 
engineering in the shop of race-car builder, 





Joe Silnes, resulted in a swap which could 
pass for an original installation. 

As every student of the D knows, the 
front end compartment is much like an 
open book. Everything is relatively flat 
and spread out. With the woik area laid 
bare by removing the integral hood and 
fender skin, radiator, oil tank, and hydrau- 
lic lines, there seemed to be space to burn. 
But a measurement of the length and 
breadth of the hole brought home the fact 
it was going to be close to a shoe horn fit. 
By laying a tape measure across the in- 
take valley, the overall width from the, 
outer edges of both manifolds was 23- 
inches. Overall length from rear adaptor 
plate to front was 25-inches. Adding a bit 
of length for the thickness of the adaptor 
plate, the outer dimensions were almost 
square at a plane about the level of the 
manifolds, which proved Ed Cole, the 
present head of Chevrolet, had his thinking 
cap on when he laid this baby out. 

The original D departed from orthodox 








Hand-formed header pipes were neces- 
sary to clear the edges of the Jag’s toe- 
board. Plugs, however, come too close 

to hot pipes for painless, fast removal. 
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All set to receive Chevy engine. Parallel 
chassis struts have been bowed out to 

clear edges of the V8’s manifolds. Steer- 
ing column was moved for same reason. 
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body and chassis construction by employ- 
ing a monocoque elliptical center section 
which had the forward frame _ section 
welded to it at several points. The tail 
section, containing the fuel tanks and 
spare wheel, was bolted to the back of the 
center section’s rear bulkhead. This prin- 
cipal of construction is extremely expen- 
sive, and in case of an accident, quite 
difficult to repair. Thus, with the offering 
of the series to private owners, the manu- 
facturer made a major modification by 
developing a separate tubular steel frame 
which has the center section bolted to it. 
All the rest of the original D design 
features are retained in the cars that have 
been sold in this country. And as con- 
tained in Ensley’s machine, the engine 
room has two struts running forward from 
the welded-box center section to jenctun 
points over the suspension members. As 
the struts lie parallel to the sides of the 
Jag engine, they had to be cut away in 
order to accommodate the wider V8. Later, 





Growth on Jaguar hood is only tip off 
that Sir William’s sizzling six has been 
replaced by iron-hearted Chevy. With 


terrific torque on tap car shou 


they were replaced by being rewelded at a 
different angle to their original position. 
On their forward ends, they are rejoined 
to the suspension bracing at widely sepa- 
rated points. The finished sub-assembly 
resembles something of a spread out “Y” 
effect. 

To find the proper height of the engine 
in the chassis, the drive shaft was lined 
up with the centerline of the crankshaft, 
and even then, additional positioning was 
necessary before Silnes was satisfied with 
the engine’s location. By trial and error, he 
wound up by dropping the front end of 
the block a bit to achieve better align- 
ment with the shaft, and setting the block 
back in the frame so the mounting pads 
were in line with the Jag mounts. The 
fabrication to connect these two required 
some sleight-of-hand with torch and saw, 
but before getting into that, the job en- 
tailed more cutting on the engine compart- 
ment’s sheet metal. 

Even with the naked eye, trouble could 





Steel bridge adapts Corvette engine 


mounts to “D” type chassis. Wide V8 
posed many problems when used as 
substitute for slim six. 





ld go. 


be spotted in getting a manifold to fit into 
the right side of the compartment, throw- 
ing the whole front placement of the en- 
gine in doubt. The steering shaft on a D 
is split approximately in the middle by a 
universal joint, and while there is nothing 
objectionable about this feature, its posi- 
tion on the right side caused it to lie in the 
way of the manifold. There was no alterna- 
tive but to chop away a portion of the hox 
section and move the shaft 34-inch to the 
right. The extra clearance slightly in- 
creased the angle between the two half- 
shafts, but not enough to create any kind 
of binding action at the U-joint. A gus- 
seted L-shaped plate was made to hold the 
joint, then all that had to be figured was 
a means of getting a manifold between the 
block and side of the driving compart- 
ment’s toe-board. 

Silnes knew that he could not go out 
and buy an exhaust system to fit the 
cramped space. That left only one other 
thing to do — build header pipes. 

(Continued on page 60) 





Joe Silnes works on bracket he built 
to move steering to right. Extra room 
was needed for one bank of V8. Swap 
did not alter steering geometry. 





SEBRING:PAST PRESENT 


Our first road circuit to be truly International, Sebring 


IGHT SOGGY Florida summers ago the hamlet of 

Sebring derived its fame from the fact that that it was 

seven miles north of Kuhlman, five miles south of 
Lakemont and the seat of Highlands County. Since then 
Sebring’s considerably greater distance from New York, 
Chicago and Los Angeles has more than occasionally been 
calculated, and the town has become the early-spring Mecca 
for the nation’s road racing enthusiasts. 

Late this March and again next November, the sleepy 
little town will come alive to strike another one-two blow 
in its bid to displace Indianapolis as the racing center of 
the United States. Already the site of the only sports car 
World Championship event in the U.S. (the March 21 date) 
it will be the venue for the Grand Prix of the United States 
of America in November. This makes two Championship 
GP events for America although the general rule is one to 
a customer. The other event is the Indianapolis ‘Memorial 
Day 500 which makes it clear that this very small town has 
become of considerable importance to others than the local 
citrus growers and a few Northern golfers. 

The abrupt, almost accidental change from a minor 
citrus center to the noisy port of call for Modenese prancing 
horses has made the Sebring Fire Department certainly one 
of the most affluent in history, and is still a cause for wonder- 
ment to the town’s 7,000 or more residents. 

To appreciate the startling depth of the transformation 
Sebring now undergoes each spring, one must bear in mind 
that Central Florida is a mighty far cry from the western 
Sun Coast and the eastern Gold Coast — and still further 
removed from the jungles of Dade County and Miami. 
Central Florida Crackers are inclined to view with suspi- 
cion, if not downright hostility, residents of the more 
touristy sections of the state, let alone the minions of 
Maranello and Coventry. 

Since 1951 a lot of that has changed for the good burghers 
of Sebring. For one raucus week each March an endless 
stream of sports cars snort and sniffle leisurely around the 
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tree-lined circle in the center of town, the beer stores pay 
off their year’s rent and the town’s lone pool hall is jammed 
with characters not normally found in pool halls. Even when 
the big show folds up its tent and the pennants are lowered 
from above the main drag, some changes remain. For ex- 
ample, the local Pontiac agency has taken to peddling 
foreign cars after four years of bedding down the Ferrari 
teams. 

When the monopostos follow their fendered brethren 
into Sebring the change should be even deeper. At least 
that’s the fervent hope of the Automobile Racing Club of 
Florida, the Sebring race promoter. Although the 12-hour 
sports car race now commands greater press coverage than 
the Indianapolis “500,” Sebring still pumps most of its 
funds out of the pockets of Floridians, especially those who 
live within 100 miles of the goings on. 

Most of these good folks wouldn’t know a Vanwall 
Formula I from Charles Antell’s Formula 9. For that reason 
the Formula I race was originally scheduled to follow the 
12-hour sports car grind one day later on March 22 in order 
to break the people in gently to the fenderless machines 
and to draw a crowd already on hand for the more familiar 
sports car race. Unfortunately for the ARCF'’s well-laid plans, 
the manufacturers felt virtually to a man that the March 
date was too early in the year for an all-out GP. Vanwall 
stated flatly that they couldn’t get ready in time. Aston- 
Martin with a completely new GP car felt much the same. 
Further, Lance Reventlow’s new GP car wouldn't be com- 
pleted in time. Since the fondest dream of the ARCF was 
to have an all-American team in the first Grand Prix of 
the U.S. that cut it. Just as important, sponsorship money 
was, as always, dependent on a full field and it looked like 
no field. No machines, no money. As of now the date is to 
be early November. 

The term “Grand Prix” is bandied about rather freely 
by race promoters, but this will be the genuine article. It 
will offer faster, and noisier, cars — a quicker race and less 





AND FUTURE 





by Steve McNamara 


will have a new look when mono-postos start from here. 


time in which the helicopter-ride salesmen can peddle their 
wares. Reg.Smith, race secretary of the ARCF, says the 15 to 
20 Formula I and II machines will be asked to turn 50 laps 
around the complete eight-kilometer airport and road 
course — flat as the proverbial pancake and crammed with 
brake-burning turns. The big go should end between two 
and one-half and three hours after the 2 p.m. start — in 
plenty of time for the local restaurateurs to gouge still an- 
other dinner-sized chunk from the fans’ pocketbooks. 

The ARCF has a much tougher financial row to hoe than 
the restaurants. It must come up with a chunk of cash esti- 
mated as high as $250,000 (and as “low” as $100,000). At 
its October meeting in Paris the FIA approved the Grand 
Prix of the USA upon the condition the race promoter 
prove by Dec. 15 it can come up with the necessary money. 

The staggering nut made crucial the FIA’s little-heralded 
decision to award driver championship points to the race. 
(Incidentally, this is the first time one country has had two 
championship Grand Epeuves — Sebring and Indianapolis) . 
Without driver points the ARCF would probably have had 
to kiss goodby to any chances of dredging up a wad of cash 
that large. 

Why? Well, the doings in directors’ rooms of oil com- 
panies have scant dramatic appeal, but through contracts 
with drivers and promoters, three or four major firms have a 
hammer lock on automobile racing. With the prodding of 
these firms, which want to compete with each other, the FIA 
is expected to rule its races free-gas events. Gone would be 
the days when Glutz Gas Ltd. could fill up every car in the 
race and then beat its chest for powering the winner. 

The Grand Prix of the U.S.A. would then be a free-gas 
event, with drivers able to choose from three or four brands. 
More important to the ARCF, it would be able to put the 
bite on three or four firms instead of one, Without those 
driver points, and consequent international importance, the 
oil firms would have been considerably less willing to be 
bitten. 





The financial hurdle is high, but it’s a safe bet the mono- 
postos will be roaring in Highlands County this fall. The 
basis of the optimism is the almost unbelievable growth of the 
sports car race. What is now the United States’ only world 
championship event began as the modest brainchild of the 
late Sam Collier. Collier, the son of Baron Collier who 
owned a suitably baronial-sized chunk of Collier County, 
Florida, was one of the few Americans to have the sports 
car bug before World War II. He drove an MG at Le Mans 
and afterwards was a prime mover in U.S. sports car 
activities. 

Collier, Briggs Cunningham, Alec Ulmann (now presi- 
dent of the ARCF) and some other friends set out to pro- 
mote a sports car race in Florida. Not wanting to terrify 
the citizenry with the bellows of MG's and Cad-Allards, they 
searched for a non-urban site. At an airport five miles south- 
east of Sebring, a town which sits midway beside the north- 
south route from Miami to the Georgia border, they found 
a definitely non-urban site. 

With Collier's decision the Sebring firemen began their 
fast rise to fame and fortune. The U.S. Government leases 
the airport to the City of Sebring with the stipulation it 
cannot be used for profit-making purposes. But the city can 
let the Fire Department, ostensibly a non-profit-making 
organization, sponsor automobile races on the field. The fire 
department lets the ARCF run the races. Back in the old 
days the firemen put up bleachers, took tickets and per- 
formed other chores. Now they mostly sit around, count their 
money and put out an occasional fire. 

Collier was killed driving at Watkins Glen in September, 
1950, so he never saw the beginning of something which has 
grown beyond his wildest dreams. The first race, for the Sam 
Collier Memorial Trophy, ran from 6 p.m. to midnight New 
Year's Eve 1950 and was won on a handicap basis by a 
Crosley. 

(Continued on page 52) 
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improve mid-range torque somewhat but 
at the expense of lopping a bit off at the 
top. Correct operating clearances for this 
cam are .012 in. for the intakes and .018 
in. for the exhausts with the engine thor- 
oughly hot and running: A slight but 
noticeable improvement in mid-range pei 
formance can be had by the simple ex- 
pedient of using a clearance of .018 in 
hot on the intakes, which shortens the 
intake timing by about six’ crank degrees. 
Tightening the clearances beyond those 
specified, in an attempt to gain powet 
on the top end, must be discouraged be- 
cause the slight gain at the extreme top 
if indeed there is any at all, will be mark- 
edly offset by poorer porformance in the 
mid-range. Take these as well-advised tips 
from an experienced hand at Corvettes; 
I've truly tried them all and then some. 
The second cam available as stock equip- 
ment is the aforementioned mechanical 
lifter 56 Corvette type. This one is an 
entirely different breed of cat. With it 
and a well-prepared 283 engine, you can 
climb trees at idle speed with 20 inches 
of vacuum. The idle is dead-smooth and 
very quiet and the mid-range torque will 
tear your head off. This is the cam to 
use for slow courses. This one becomes 
rather violently active right off idle and 
stays that way up to around 5000 RPM. 
Above 5000, the engine tires quickly due 
to lack of air and at 6200 RPM very 
audible valve float makes its undesirable 
presence known. A valve timing check at 
operating clearances will show that this 
cam checks out approximately as follows: 
Intake opens 24 deg. BTC, closes 78 deg. 
ABC, duration 282 deg., net valve lift 
406 in. Exhaust opens 68 deg. BBC, closes 
34 deg. ATC, duration 282 deg., net valve 
lift .404 in. This reveals that this cam 
is retarded from “split timing” point by 
five crank degrees, but it’s fine that way 
so leave it alone. It also shows, as far as 
duration is concerned, that it isn’t too fat 
removed from the Duntov. But this is as 
far as the similarity goes. Because of the 
gentle approach of the flanks of the lobe 
toward the nose, this cam is roughly 
equivalent to one that has about 250 ef- 
fective crank degrees of duration. Again, 
the proper operating clearances are .012 
in. for the intakes and .018 in. for the 
exhausts, hot and running. This cam has 
been considerably underrated by the gen- 
eral public because it was offered in the 
lower power Corvette versions, But stick 
it in a good 270 or 290 type and watch 
the eyeballs snap open. Actual perform- 
ance checks in the same car and under 
the same conditions show the average zero 
to 60 mph time to be improved by a very 
respectable 114 seconds, with this cam as 
opposed to the Duntov, while the average 
zero to 80 mph time took on a full two 
second improvement. Over a_ standing 
quarter-mile, the trap speed was about the 
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same as with a Duntov while the elapsed 
time was consistently 34 of a second faster. 
During this test, a maximum rpm limit 
of 6000 was used with the ‘56 Corvette 
cam and 6500 for the Duntov, which 
might not have been quite fair. Never- 
theless, this cam with its exemplary low 
speed behavior and the excellent display 
of torque make it the most logical choice 
for short road courses, for town use and 
for an occasional whack at the stop light 
drags. 

So there we have the two stock cams 
for our engine. Both are available, both 
are cheap, both have their definite limita- 
tions, both are at extreme ends of the 
performance scale. However, only a very 
good special cam can supply the char- 
acteristics that are missing in each of the 
two stock examples. 

There is one cam that must be avoided 
at all costs. This is the 56 Duntov. The 
reason is that the cam is retarded some 
seven crank degrees, which makes mid- 
range performance downright intolerable 
and affects top end power as well. 

If we have come so far as to institute 
sufficient flexibility of mind to change cams 
to suit various course conditions, we have 
indeed made a major advance. But there 
is a very great deal more to the proper 
functioning of the Chev valve gear and 
we must incorporate each of the many 
details into our engine if it is to serve 
us faithfully. 

First, the cam chosen for the task at 
hand must be “degreed in”. If there are 
errors of two crankshaft degrees or more, 
corrections must be made. But don’t be 
too hasty in condemning the camshaft 
itself. Angular errors are very common in 
Chev engines and can originate at any 
one or a combination of six different points 
as follows: The keyway in the crankshaft 
nose; the keyway in the crank sprocket; 
the timing mark on the crank sprocket; 
the timing mark on the cam sprocket; 
the bolt and dowel pin hole locations in 
the cam sprocket; the bolt and dowel pin 
hole locations in the cam. 

The necessities for a valve timing check 
are a degreed crank pulley, a dial indicator 
with at least a 4 in. stroke and a good 
magnetic base for the indicator. The first 
step is to find top center of number one 
piston with the indicator. At exactly top 
center, a permanent scribe mark must be 
made on the tab of the front cover plate 
exactly opposite the “TC” line of the pul 
ley. Now the timing chain and cam 
sprocket must be installed. The shop man- 
ual covers this quite well but it is necessary 
to use a straightedge to line up the “O” 
marks on each sprocket with the center 
of the cam and the center of the crank. 
Chis is very important because it is alto- 
gether too easy to mis-align the marks, 
causing the cam to be excessively advanced 
or retarded in relation to the piston. If 
very large angular errors occur in the valve 
timing check (12 or more crank degrees) , 
this is the place to look first. The cam 
bolts are installed followed by the front 
cover plate and crank pulley. Both cylin- 
der heads with valves and springs are tem- 
porarily installed with gaskets and several 
hold-down bolts. The lifters, pushrods and 
rocker arms are next in that order. If 
the crank isn’t rotated after installing the 





cam, the TC mark on the crank pulley 
will line up the scribe mark on the front 
cover tab. This places number six piston 
at TC of the compression stroke and num- 
ber one piston at TC of the exhaust stroke. 
Starting with number six cylinder, tighten 
the rocker arm stud nuts until the correct 
operating valve clearance is obtained. Then 
follow the same procedure with the re- 
maining cylinders in the order 6-5-7-2-1- 
8-4-3, rotating the crank exactly 90 degrees 
between each cylinder. This isn’t exact 
but it’s close enough. Now pull number 
one cylinder up to TC of the compression 
stroke and turn the rocker arm adjusting 
nuts down until there is zero valve clear- 
ance plus 4 turn. 

This puts both valves slightly off their 
seats. Mount the dial indicator with the 
indicator stem parallel to the valve stem 
in both planes and the indicator button 
resting on the spring retainer of number 
one intake valve. The pre-load on the 
indicator should raise the stem by about 
Yq of an inch. Rotate the crankshaft in 
the normal direction of engine rotation 
until the indicator shows that the valve 
is at full lift. Make a chalk mark on the 
crank pulley opposite the scribe mark on 
the timing tab. Rotate the engine exactly 
one turn so the chalk mark is again lined 
up with the line on the tab, This puts the 
intake valve lifter at the center of the 
heel of the cam. Carefully reset the in- 
dicator dial to zero, Slowly and smoothly 
rotate the crank in the normal direction 
until the indicator shows that the exact 
specified clearance has been reached. Some 
cams are checked at operating clearances 
while others use a checking clearance for 
valve timing that differs considerably from 
the specified operating clearance. For ex- 
ample, if the operating clearance is .012 
in. and the checking clearance is .025 in., 
rotate the crank until the indicator shows 
that the valve has been lifted .025 in. from 
the zero point. Count the number of crank 
degrees from the TC line on the pulley 
to the line on the timing tab and write 
this down. Continue to rotate the crank 
in the same direction until the same valve 
lift is shown on the closing flank of the 
cam. Write this down also, then transfer 
the indicator to the exhaust valve and 
repeat the entire operation, again making 
permanent notes. A double and a triple 
check is recommended to make sure the 
figures coincide. 

Supposing that the specified timing of 
a cam is Intake opens 20 deg. BTC, closes 
60 deg. ABC, Exhaust opens 60 deg. BTC, 
closes 20 deg. ATC. And suppose we will 
arbitrarily accept a two crank degree vari- 
ation from the specified timing. A plus-or- 
minus two degree tolerance is quite all 
right because any difference in perform 
ance couldn’t be measured, let alone felt. 
Then if the cam checks out from 18 to 22 
deg. on intake opening, 58 to 62 deg. on 
intake closing, 58 to 62 deg. on exhaust 
opening and 18 to 22 deg. on exhaust 
closing, everything is within limits and 
we can lock it up and forget about it. 

But suppose that instead of 20-60, 60-20, 
we get 30-50 on the intake and 70-10 on 
the exhaust. This tells us that the cam is 
excessively advanced in relation to the 


(Continued on page 62) 
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THERE’S A BIG DIFFERENCE 





IN PERFORMANCE TODAY 


“MAY PROVE TO BE THE ONLY ’59 CAR 
WHICH HAS ACTUALLY IMPROVED 
PERFORMANCE ... BEST CAR OF THE 
LOW-PRICED 3... A GREAT PERFORM- 
ANCE CAR ...I DROVE THIS PLYM- 
OUTH FLAT-OUT ...AND THERE 
WASN’T THE SLIGHTEST SIGN OF 
OVERHEATING OR BREAKDOWN.”’ 
Tom McCahill, Mechanix Illustrated. 


“,.. PROBABLY THE HOTTEST OF THE 
STANDARD PASSENGER SEDANS .. . 
TO BE FULLY APPRECIATED, MUST BE 
DRIVEN . . . QUICKEST CAR ON THE 


And these are only a few of the raves! See your 
Plymouth dealer for FREE ‘Experts Folder” with 
more enthusiastic quotes. See and try the optional 
New Golden Commando 395 V-8 
in the low-price field. Discover all the news about 


the BIG DIFFERENCE IN PERFORMANCE 


among low-price cars for 1959! 


“IT’S QUITE A PACKAGE ... 


... biggest engine 


and Plymouthss got it!/... let these experts te// you how! 


ROAD IN FURY FORM WITH THE BIG 
ENGINE ... GREAT HANDLING ... 
MAY EVEN SURPASS SOME SPORTS 
CARS ... ” Motor Life. 


CORNER- 
ING QUALITIES ... DESERVE AN ‘EX- 
CELLENT’ RATING WHEN COMPARED 
TO ANYTHING OTHER THAN A FULL- 
FLEDGED SPORTS CAR.” 

Ray Brock, Hot Rod Magazine. 


“THIS YEAR’S ‘HOT ONE’ MAY BE THE 


1959 PLYMOUTH.” 
Arthur R. Railton, Popular Mechanics. 


So much the same in price... 


Pigmcz 


so diffe rent on the road... 




























































WINDWINGS $16.95 to $19.95 set 
SUNVISORS $6.95 to $7.95 ea. 


FLOOR CARPETS 
$14.95 to $59.90 set 


TONNEAU COVERS 
$19.95 to $44.95 


GRILLE GUARDS 
$12.95 to $29.95 


LUGGAGE RACKS 
$22.95 to $39.95 


ROOF RACKS $29.95 
SKI RACKS $26.95 


Write for illustrated Brochure of complete line. Please specify car. 
Dealer Inquiries Invited. 


AMERICAN CARRY-PRODUCTS CO., Inc. 


13148 Raymer St. 


FOR THE DISCRIMINATING CAR OWNER 





quality 
accessories 


MGA, MG, TD and TF 
AUSTIN-HEALEY 
100—100-6 
JAGUAR 

TRIUMPH 

A-H SPRITE 
MERCEDES 190SL 
PORSCHE 

ALFA ROMEO 
BERKELEY 
BORGWARD 

FIAT * DKW 
IMPORTED SEDANS 


North Hollywood, Calif. 
























































NOW YOU CAN GET 


SMALL CAR COMPACT 


with BIG CAR PERFORM 
ISKENDERIAN 


The world’s largest designer and manufac- 
turer of Racing Cams and Engineered Valve 
Gear Components has now available — in 
stock — a complete selection of grinds for 
both street and competition use. 


ALL MAKES — ALL MODELS FOREIGN 


and AMERICAN SPORTS CARS 
PARTIAL LISTING: 

























Austin-Healey Porsche Jaguar Volvo 
Volkswagen Triumph Simca MGA 
MG (TF TD) Maseratti Ferrari Siata 
Alfa Romeo Renault Bristol Fiat 


IMPORTANT: For your cam and valve gear prob- 
lems we now have a Technical Assistance Dept. 
to aid you. This service is absolutely FREE. 


“VALVE TIMING FOR MAXIMUM OUTPUT” 
Here is a completely authoritative and in- 
formative book that can save you hundreds 
of dollars and hours of fruitless labor. 

New Revised Edition................ still only $1.00 


ED ISKENDERIAN 


607 No. Inglewood Ave 
Dept. SCI, Inglewood, California 




















Competition Parts 


Before you begin building a special for racing or street 
use, investigate the advantages offered by a Devin 
Fiberglass body. 27 sizes, immediate availability, and 
a nation-wide dealership organization make the Devin 
unique. Your satisfaction with this easy-to-mount, 
lightweight streamlined roadster body cannot be ap- 
proached by expensive or home made, hashed-up body- 
work. Molded dash, sills, lined doors, hood and deck 
openings reinforced and flanged, hood and deck lids, 
headlight receptacles, 
all included as are Federal Excise Tax, trimming and 
crating; $385 ($460 for sizes to fit American com- 
ponents) COMPETITION PARTS include deDion rear 
ends, Borrani wire wheels, disc brake sets, competition 
driving wheels, quick-fill gas caps, 10,000 RPM tach, 
200 MPH speedo, racing clutch plates, complete chassis 
units, ete. 

SEND $1.00 (refundable with persbae) for amie 
sheets and descriptives, plus colorful body brochure 


DEVIN ENTERPRISES 
9800 E. Rush El Monte 2, California 


time and money-saving extras 




















Spous- (Folio. Presents - 





BAHAMAS SPEED WEEK, ‘58 


A photo album to thrill the motor ‘alibiie 


siast — an exciting photo history of this 


internationally famous event. Fourteen 
actual 5 x 7 photographs, — all great 
action shots of the finest cars and most 
intrepid drivers from all over the world — 
in a durable album. A book you will keep 
— to help you relive time and again the 
tense drama of this suspense filled meet. 
Albums featuring the Sebring 
12-Hour Endurance Race and the 
Sebring Grand Prix available soon. 


ORDER TODAY — Send check or money order — only $10 p.p. 
(Dealers Inquiries Invited) 


SPORTS-FOLIO P.O. Box 1680, FORT LAUDERDALE, FLORIDA 
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SPORTS CARS ILLUSTRATED/MARCH 








The first race was run as an SCCA 


event, but in 1952 it was decided to get 
the race on the FIA calendar. The FIA 
insisted on dealing with a national auto- 
mobile organization, so the ARCF hooked 
up with the American Automobile Associ- 
ation. The SCCA, not wanting to bow to 
any other outfit, pulled out in a huff and 
made a few passes at sabotaging the event. 
A competitive SCCA event was run the 
week before at Vero Beach with negligible 
results. 

Thus began the friction which still 
exists between the SCCA and _ Sebring, 
most recently evidenced by the SCCA’s 
suspension of all its drivers who failed to 
file amateur intent affidavits before com- 
peting in last year’s race. 

The 1952 race, upped to 12 hours, drew 
its first entries from across the pond— 
two DB’s, one of which managed to place 
seventh among the 10 finishers. According 
to Reg Smith, the race “was a dismal fail- 
ure financially but in all other respects a 
roaring success.” 
on regardless. 

In 1953 the first strong foreign entry, a 
works Aston-Martin with Reg Parnell up, 
finished second behind the Fitch-Walters 
Cunningham. 

In 1954 Sebring came of age. The FIA 
inaugurated the manufacturer’s champion- 
ship and included Sebring on the cham- 
pionship roster. The powerful Lancia team 
arrived in force, only to become the first 
striking illustration that 12 hours at Se- 
bring are probably more gruelling than 
any other race in the world. With big- 
bore Lancias littering the roadside, Stirling 
Moss and Bill Lloyd stroked an OSCA to 
first overall. 

1955 was undoubtedly the most hectic 
year in the race’s existence. The winner 
wasn’t officially pronounced until long 
after the fans had packed up their bourbon 
and gone home and the Ferrari and Cun- 
ningham Jaguar teams had engaged in a 
hassel that involved everything but full 
nelsons. 

The public address announcer, anxious 
to diminish the confusion caused by the 
record 80 starters, intoned that although 
the Hawthorne-Walters Jaguar had crossed 
the finish iine 19 seconds ahead of the 
Hill-Shelby Ferrari, the Ferrari was actu- 
ally a lap ahead and so had won the race. 
As the saying goes, up went the balloon. 

After frantically checking most every 
lap chart available, somebody thought to 
peruse the pit stewards’ records. Lo and 
behold it developed that the Ferrari had 
lost a lap in a seventh-hour pit stop and 
the Jaguar was the winner. 

That year was also notable for several 
other reasons. The AAA had pulled out of 
racing so the Automobile Racing Club of 
Florida was formed as the sponsoring 
organization. But since there was no na- 
tional middleman between the FIA and a 
possibly-irate public, the FIA demanded 
unlimited liability insurance—not 10 mil- 


It was decided to press 
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lion dollars or 20 million dollars, but un- 
limited. Various firms pushed the coverage 
to the 20 million mark and after scouring 
two or three continents, the ARCF found 
a small Belgian firm which for $400 agreed 
to take care of claims from 20 million dol- 
lars on up. The FIA relented the next yea 
and to Smith’s knowledge no race before 
or since has ever had unlimited liability 
coverage. 

1955 also markea the first sign of struc- 
tural permanency: a foot bridge over the 
course. The design of that edifice was 
considerably more sane that that of the 
vehicular bridge added last year—the plans 
for which are apparently confused with 
those of a roller coaster. That year’s 
race was memorable for Ray Crawford. 
Finding the supply of good co-drivers 
short, he climbed in his Lincoln-Kurtis and 
drove for 12 hours, finishing first in class 
and 13th overall. 

The Sebring sports car race's history 
since 1955 is rather well known: Fangio 
and Castelotti in a Ferrari in '56, Fangio 
again with Behra in a Maserati in '57 and 
last year the Hill-Collins Ferrari. The 
future appears as bright as the weather 
which has blessed each race day. 

There are problems, to be sure. The air- 
port is anything bu: inactive and the Gov- 
ernment recently has added an exotic in- 
stallation designed to cause lines in the 
brows of crowd-controllers. The mysteries 
of the screw-worm are being investigated 
in the infield and the screw-worm experts 
demand ready 
four 


access 24-hours a day for 
years. Undoubtedly of more concern 
to the race fan is Sebring’s reputed lack 
of hospitality —the contention that the 
town’s non-firemen are out to get 
than the firemen. 

The ARCF is a bit grieved about this 
reputation. While conceding the price of 
hotel rooms in March bears only faint 
resemblance to the price the rest of the 
year, it is averred that considering what 
happens to prices in Indianapolis and 
Le Mans, the charges of piracy are not 
founded in fact. 

There’s also the gripe 


richer 


voiced by both 
drivers and spectators that Sebring is a 
dull, unimaginative course located too far 
from the people who want to see and drive 
in road races. Smith says the ARCF has 
proved it can handle a championship event 
ind this means a great deal to FIA. 
Smith adds that any other U.S. course 
would be too cold in March with the pos 
sible exception of Riverside, which is 
+,000 miles further from Europe. 

Smith readily admits Sebring isn’t the 
Nurburgring, but asks why run the Nur 
burgring twice? Sebring has established it 
elf as a punishing course, particularly on 
orakes, he says, and has a particular place 
imong the various tests of racing auto- 
nobiles. 

To get a mite of publicity back in 1953, 
Smith had friends in Europe bombard 
lewspapers and magazines with questions 
ibout the Sebring race. The publications, 
vafled at first, since learned the 
JInited States does have a first rank sports 
ar race and, oddly enough, it’s in a place 
alled Sebring, Florida. When Moss, 
srooks, Hill, et al., lock horns for the last 
ime this year in the world drivers’ race, 
he battle field will be in Highlands 
ounty. 


have 


—~Steve McNamara 





ARNOLT- BRISTOL 


No “power-pack” or “performance kit” to buy when 
you choose the race-ready Arnolt-Bristol Bolide. 


ts Bristol engine is the ruggedest, most renowned 


BOLIDE 


2 litre power plant in the world, designed, tuned, 
and bench-tested at the factory for full competition 


performance. But the Bolide is a round-the-clock 


$4250 
in racing trim 


sports car, as much at home at the supermarket or 
country club as on the race course. Only the Arnolt- 
Bristol Bolide offers a race-proved engine and 
chassis in a graceful Bertone body for a few hun- 


dred dollars more than run-of-the-mill sports cars. 







“2 S.H. ARNOLT INC. 


CHICAGO SALES SALONS 


153 East Ohio Street - 5840 North Broadway 


PARTS & SERVICE CENTERS 


2130 North Lincoln Avenue - 415 East Erie Street 














ALL WEATHER 
BEAUTY FOR 
YEAR ‘ROUND FUN 





tne Uses. 
makes any Volkswagen master 
of road and weather. Hard- 
top and roll-up windows add 
comfort and convenience and 
light weight D-2 body adds 
acceleration and unbeliev- 


built Alken D-2 


able performance. See the 
car that MOTOR TREND and 
ROAD AND TRACK call, "The 
World's Finest". For bro- 
chure and full information 
write or call: 
THE ALKEN 
CORPORATION 


2100 ZENO PLACE 
DEPT. SCI-8 
VENICE, CALIFORNIA 
EXbrook 6-6993 








NOW 
AVAILABLE 
IN THE 








TELESCOPIC SHOCK ABSORBERS 


ET shock absorbers are specifically engi- 
neered for individual makes of cars 


cc exclusive adjustment features combined 
with high quality construction give life beyond 
comparison. 


TD strock absorbers are progressive and 


double acting. This means that the damping 
action automatically varies, thus giving the best 
combination of comfort 
all speeds 


safety, and handling at 


| Kone | in Europe — Many top Grand Prix and 
Rally drivers find KONI features invaluable for 
achieving success 


| KOM | in the United States — Many top SCCA 
drivers have discovered the amazing improve- 
ment in roadholding imparted by KONI shock 
absorbers. 


shock absorbers are fitted as standard 
equipment on Porsche GT and Carrera models. 


ET chock absorbers are available in the 


United States for over 40 different types of sports 
and imported cars 


For further information write the official factory 
representatives: 


KENSINGTON PRODUCTS CORP. 
P.O. Box 77, Dept. $3, Lenox Hill 
New York 21, New York 
Telephone REgent 4-514] 
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Safety with Protection for all Imported Cars 
ENHANCE THE BEAUTY OF YOUR AUTO & PROTECT YOUR INVESTMENT 


New Temp Alum - Better than Chrome 
Lustrous - Non Rusting - Long Life 


BAKER’S WORLDWIDE AUTO PARTS 
1069-73 HEMPSTEAD TURNPIKE 
N.Y. + PL 44445 3495 


Rae 


CAR PARTS 
MANUFACTURERS 


Franklin Square, L. |. 


VISIT BOOTH 242-43 AT THE 
INTERNATIONAL AUTO SHOW 
COLISEUM, NEW YORK CITY 





Price Price 
Front Reor 


ALFA ROMEO $30.45 $30.45 
AUSTIN HEALY 24.95 24.95 
SPRITE (Austin) 7495 ©37.95 
BORGWARD 30.95 30.95 
CITROEN *37.95 937.95 
DKW Sedan 2495 24.95 
ENGUSH FORD 24.95 24.95 
FIAT 600 22.95 22.95 
FIAT SPIDER Sports 30.95 30.95 
HILLMAN 22.95 22.95 
JAGUAR 30.95 30.95 
KARMAN GHIA 27.95 27.95 


MERCEDES BENZ Sedan 
30.95 30.95 


MERCEDES Sports 30.95 30.95 
MGA Sports 24.95 24.95 
MAGNETITE Sedan 30.95 30.95 
OPEL REKORD 30.45 30.45 
PANHARD °37.95 °37.95 
PEUGEOT 24.95 24.95 
SIMCA ARONDE 24.95 27.95 


*TRIUMPH TR 2, 3, 3A 
24.95 °59.95 


TRIUMPH TR 2, 3, 3A 





@Full Bumper Assembly Design 
PHOTOS on REQUEST 
DECK LUGGAGE RACKS 
Stainless Clamps 
$39.95 
Non Rusting 
“Specify Model Car’’ 
ROOF RACKS from $39.95 











Cuff Links 
$4.95 


Ever popular personal accessories, 
for most cors, in brilliont jeweler's 
gloss enomels and chrome. 


The largest stock of imported metric and whitworth tools in the Eost 
Al ways immedicte delivery. 


Badge Bars 

Individually designed bedge bors 
for most makes ond models cors 
from vintage Rolls-Royce to VW. 
Piain models, $12.50. 
Spotlamp-mounting, $18.50 


Stoneguards 


Headlamp $10.50/pair, in sizes 
from 6* Corvette to VW ovals. 
Spotlamp $7.95 each. 

Specify make and model. 


All prices postpaid. Send for free illustrated cotclogue. 


WI LC® Box 1128, Rochester 3 N Y 
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porsch: M tin heal th: 
e, » austin healey, others, 
late caedel american convertibles 


write for illus. brochure 
ROBBINS AUTO TOP CO 


1454 Lincoln Bivd./Santa Monica 6/Calit 
phone EXbrook 3-0316 








ALL ABOUT THE 


Volkswagen 


New Tech. VW Manual. Complete Repair, Speed 
Tuning & Modif. data. 192 Pgs. Over 200 ilis. 


POST PAID $3.50 
Henry Elfrink Automotive Publications 
P.O. BOX 20715, LOS ANGELES 6, CALIFORNIA 

















YOUR COPIES OF 


SPORTS 
CA RSuu STRATED 


ARE VALUABLE! 


KEEP THEM NEAT ...CLEAN... 
READY FORINSTANT REFERENCE! 


Now you can keep a year’s copies of 
SPoRTs CARS ILLUSTRATED in a rich- 
looking leatherette file that makes it 
easy to locate any issue for ready ref- 
erence. 


Specially designed for SPORTS CARS 
ILLUSTRATED, this handy file—with its 
distinctive, washable Kivar cover 
and 16-carat gold leaf lettering — not 
only looks good but keeps every issue 
neat, clean and orderly. 


So don’t risk tearing and soiling your 
copies of SPORTS CARS ILLUSTRATED— 
always a ready source of valuable infor- 
mation. Order several of these SPORTS 
CARS ILLUSTRATED volume files today. 
They are $2.50 each, postpaid—3 for 
$7.00, or 6 for $13.00. Satisfaction guar- 
anteed, or your money back. Order 
direct from: 


JESSE JONES BOX CORP., DEPT.SCI 
Box5120,Philadelphia41,Pa. (Established 1843) 
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any rate it ate up the competition to win 
at 71.48 mph. Class D was taken by Doug 
Stearly of Conshohocken, Pa., in a Mer- 
cedes 300SL roadster closely followed by 
Constantine in the DB 2-4 Mk III Aston. 

It was still wet when the 25-lap main go 
for all classes got under way behind Crise 
in an M-B 300SL pace car. First away 
was Jeffords, followed surprisingly enough 
by Furlong in the white-hot Ace. Furlong 
held down the spot for three full laps until 
Constantine turned on the tap in the 
Aston. Jeffords also put his foot well and 
truly into the firewall and made a con- 
sistent 77.88 mph lap after lap, some six- 
mph faster than his previous time. The 
finish was Jeffords, Constantine and Fur- 
long in that order with the winning time 
for Jim of 76.74 mph for the 112.5 miles. 
That, except for a party, finished Thurs- 
day. 

The second racing day of the foreshort- 
ened Speed “Week” opened with a blast 
of modified engines as the full-house ma- 
chinery got its first chance at competition 
with a pair of five-lap heats and 25-laps 
worth of Governor’s Trophy. The first of 
the preliminary bouts got under way with 
Ricardo Rodriguez in a sizzling 1588 cc 
Porsche RS Spyder doing what comes nat- 
urally and running off from the others in 
the under-two-litre class. The 16-year-old 
boy wonder from Mexico completed his 
five rounds in 16’:19” which gave him an 
average of 82.71 mph. Behind him were 
Ulf Norinder, Sweden, in a 1.9-liter Maser- 
ati and former Healey pilot Gil Geitner 
now driving a_two-litre 
Rossa TRC. 

Only 12 out of scheduled 25 big bore ma- 
chines showed on the grid for the second 
curtain raiser, the remainder apparently 
being saved by canny owners fot the main 
event. George Constantine's 
chance to shine and shine he did, threat- 
ened only by Pedro Rodriguez (Ricardo’s 
18-year-old brother) in the ex-Hill-Gende- 
bien LeMans winning Ferrari 250. Pedro 
was followed in by E. D. Martin of Colum- 
bus, Ga., in a similar three-litre 250 Testa 
Rossa. George won by some six seconds at 
87.52 mph. 

Ihe main event brought 32 cars to the 
grid with the Scarabs up front by virtue 
of their blistering practice times. For the 
first four laps its was Daigh and Revent- 
low going away and then on the fifth lap 
Daigh’s machine suffered the U-joint prob- 
lem mentioned earlier. Lance kept up the 
pace and from then on it was only a matte1 
of sweating out the lasting qualities of his 
rubber. Busy George Constantine, this 
time in the Aston DBR-2, moved into sec- 
ond spot where he stayed except for a 
six-second pit stop to tie up a dragging 
exhaust stack during which he lost the 
spot momentarily to Pedro Rodriguez, a 
loss which he quickly remedied. At the 
finish it was Lance, Constantine and Ed 
Crawford in Don Perkins’ “stock” 4.5 
Maserati. Winning average was 88.64 mph 
Lance having gone the distance in on¢ 
hour, 17 minutes. 

Saturday was a beggar’s hash of five-lap 
races, one each for Porsches and Ferrari: 
of all categories and two each for Austin 
Healeys, Bahamas residents and _ ladies 


Ferrari ‘Testa 


This was 
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making eight in all. Ricardo Rodriguez 
won the Porsche event going away and 
Bruce Kessler took the Ferrari race in John 
Edgar’s venerable 4.9 machine, the one in 
which Carroll Shelby campaigned so suc- 
cessfully in seasons gone by. Bruce had 
things a bit tougher than did Rodriguez, 
the Ferrari event being run as a handicap 
event with two Cuban 2-litre TRC’s being 
given a 50-second head start which is a 
lot of time in a five lap event. Bruce made 
up the distance in less than three laps, 
averaging 87.15 mph for the five laps. 

Bahamian Peter Bethell took everything 
in sight in both the Islander heats( two 
of a total of three for the week, the third 
of which he took the next day) and both 
Austin Healey affairs. Peter’s car had been 
given the treatment recommended in 
December’s SC I, said treatment being ad- 
ministered at Healey’s Warwick plant. The 
car is used as everyday transportation by 
Bethell and on the street feels no different 
from any other Healey 100-6 but the com- 
bination of brakes and the edge in han- 
dling make all the difference, allowing 
more exhuberant use of the right foot. 

I'he ladies’ events were split by Evvie 
Mull and Denise McCluggage both in 
Lotuses. Denise didn’t finish the first heat 
due to the fact that at one point she moved 
the shift lever from fourth to third while 
the gearbox preferred to remain in fourth, 
i.e., the lever moved but the gears didn’t. 
Ihe cumulative points gave the total to 
Mrs. Mull who finished both heats and sec- 
ond spot to Marion Lowe who was second 
in the first heat and third in the final. 

Then came the big day. For a change 
the weather was near perfect. The racing 
started with the last heat of the Islanders’ 
race which was won handily by the above 
mentioned Peter. Bethell. 

Next was the Memorial Cup event. Much 
of the drama of this one has been re- 
counted earlier. The majority of the cars 
were being saved for the 252-mile Nassau 
Trophy race but 24 cars showed on the line 
for the rolling start. With the Sadler cai 
out, E. D. Martin took over the lead and 
stayed there, followed by Ed Crawford in 
the 4.5 Maser. Third place was a battle 
ground between Rod Carveth in a DB3S 
Aston and Jeffords in the big Corvette. 
Ihe Milwaukeean finally eased by Car- 
veth and the finish was Martin, Crawford, 
Jeflord and Carveth. The winner's aver- 
age: 87.98 mph. 

Most of the main event has been told 
but three highlights stand out. On the 
13th lap, Bruce Kessler in the big 4.9 Fer 
rari pulled in dragging a flat tire. Crew 
Chief Joe Landake: got him out with fou 
new tires and a full load of gas in 64 sec- 
onds flat. It was in vain, though. A pre- 
viously troublesome gearbox gave up the 
ghost two laps later and Bruce was through 
for the day. Next, Shelby came in with a 
flat rear tire on the 5.8 Maserati. This time 
the Edgar crew under Landaker got the 
job done in well under a minute but to 
no avail—the car wouldn't start due to a 
broken battery post. Push starts were ac- 
counted illegal so the 5.8 was out too. The 
big Pontiac had blown another gasket 
much earlier so this left the entire Edgai 
entry sidelined. 

The final highlight had all the elements 
of a comic opera. Pedro Rodriguez, run- 
ning a good steady second, came in on the 
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They shall not pass 


when 


TECALEMIr 


OIL FILTER REPLACEMENTS 
ARE ON THE JOB 


Tiny abrasive particles in the oil 
damage vital moving parts of 
your engine—TECALEMIT 
Original Equipment filters 
prevent the smallest impurity 
from getting through. 
Because of the extra. 
bearing loads on JAGUAR 
and BMC (Austin-Healey, 
M.G., Morris) engines the 
manufacturer installs only 
TECALEMIT FELT filters. 
Constructed for maximum 
filtration area, longer life 
(10,000 miles) and greater 
absorption, TECALEMIT 
filters mean more dependable 
protection for your engine. 


COLUMBIA MOTOR CORP. 


419 East 110th St.. New York 29, N. Y. 
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Insist on genuine TECALEMIT filters 


with your next oil change. 


FELT for heavy duty engines and long 


life —MICROFINE for economy. 
Send for complete list. 





Tel: EN 9-5200 














REMOVABLE 
= GLAS TOPS 





JAGUAR (All Models) 


NEW 1959 MODELS AVAILABLE 
All of our tops have been redesigned along 
the most modern lines compatible with the 
design of the car. 


Headliners are now available in foam plastic, 
in three neutral colors, white, gray and blue 
(pastels), adding to our line of tops a new 
look, together with the advantage of sound 
deadening. 
AUSTIN HEALEY (All Models) 
TRIUMPH (TR 2) (TR 3) 

PORSCHE SPEEDSTER ® MERCEDES 190 SL 
CORVETTE 1954-'58 © ALFA-ROMEO 
T-BIRD © FIAT (1200) 

AUSTIN HEALEY-SPRITE © MG. (A) (TD) (TF) 


® LARGE REAR WINDOW 

@ CHROME HARDWARE 

® LIGHTWEIGHT 

© WRITE FOR FREE BROCHURE 


DEALER INQUIRIES INVITED 


PLASTICON INC. 


9721 Klingerman S El Monte, Calif. Gilbert 4-0519 


country’s largest mfg. of plastic tops 











59 CORVETTE 


Largest Selection in The East 
FOR IMMEDIATE DELIVERY 


CORVETTE SPECIALISTS 
SALES & SERVICE 
HEADQUARTERS 


juding 

e All Colors & options, inc 

Sapaiiion Modifications and 
Fully Powered Automatics 


© All Sports Cars Taken in Trade 
° red Payment Facilities 
sags “4 





GENERAL MOTORS BUILDING 


BROADWAY AT 57th STREET 
NEW YORK 19,N. Y. 

















































































Norm Thompson 


Hex boo we 
Scaler 


NOT IN STORES 


INDIAN SWEATER 


Entirely handknit of heavyweight 
pure raw wool by Cowichan Indians 
of British Columbia. Sheds rain & 
snow all day. Natural black-gray- 
white yarns form traditional Indian 
folklore designs. Each is original & 
different! Rare and treasured “heir- 
loom” quality. Will last a lifetime. 
Handsome, comfortable all-weather 
protection. Give men’s or women’s 


suit size, height, S 50 
weight. Perfect fit postpaid 
guaranteed: = Zipper cardigans $47.50 


ORDER WITHOUT RISK ON OUR MONEY-BACK GUARANTEE 
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Unusual imported exclusive 
clothing boots, equipment 
for men, women & children 


ORDER DIRECT AND SAVE! 
Write for Free catalog TODAY 


Norm Thompson 
311 N. W. 21st, Portland 9, Oregon 





SEAT COVERS 


FOR IMPORTED CARS 
Tailored & Washable $8.95 


iced as low as 
Fully cover seats, easy fastening ties, inside 
seams, double sewn strength with overlocked 
bound stitches, imported car colors, exceptionally 
nice fit or return and money will be refunded. 
SEND FOR FREE SAMPLES & PRICES 
for Volkswagen, Porsche, MGA, TF, MG-TD, Kar- 
mann Ghia, Triumph, Healey, Jaguar XK-140-120, 
Mercedes 190SL, Volvo, Simca Aronde Elysee, 
Renault Dauphine, Fiat. (Dealer inquiries invited.) 


EDITH’S SEAT COVERS 
P.O. Box 1221, Bakersfield 5, California 

















Be an industrial designer 


Combine your design abilities with technical aptitudes in 


Industrial Design training at Art Center Schoo:. Work 
under practicing professionals for top jobs as automotive 
stylists, product, package designers Design stores, 


motels, showrooms, shopping centers. Constant demand for 
graduates. Accredited. Eight semesters to B.P.A. degree 
Coed. 700 students. Vet approved. Begin training Feb., 
June or Sept. sem. Enroll early. Write Mr. Seitz, 5353 
West Third Street, Los Angeles, Calitornia 


ART CENTER SCHOOL 
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exception is the steel stamping which 
holds the Schaeffer-built clutch together. 

An all-copper radiator, 24-inches wide, 
15 deep and 214-inches thick provides all 
the cooling needed. Because the engine it- 
self is so low, there is no need for a 
header tank. The two one-inch water pipes 
actually run slightly downwards to the 
radiator, but the filler neck is well over the 
water level in the cylinder heads. 

Not to be ignored is that the engine and 
gearbox are mounted about 114-inches to 
the left of the car’s center line. With the 
driver sitting on the right, this move in- 
creases his foot room and to a mild extent, 
balances his weight. 

Bill feels very strongly about driver com- 
fort, pointing out that, “in extra fast cars 
such as this, the driver is so wrapped up 
in actually driving, trying to stay right on 
top of the continually changing situation, 
that he cannot afford even a 2% wastage 
of his concentration on such non-essentials 
as leg cramps, wind-buffeting, blisters from 
stiff steering or too-hot cockpit surfaces.” 

He continues, “Comfort is not all physi- 
cal. It’s partly psychological, too. In other 
words, a car should handle. Obviously, 
both qualities aré desirable.” 

“People in England have been building 
cars for road racing for years now and 
while I was there, I learned lots of inter- 
esting things that they take for granted 
that we’ve never heard of over here. For 
instance,” Bill went on, “by raising the 
outboard ball joint in the steering link- 
age, you can increase the amount of toe-in 
you get with body roll. Even on a car as 
low as mine, load transfer makes the out- 
board wheel the one to watch. 

This toe-in with body roll gives an ef- 
fect which the driver interprets as over- 
steer, as the front wheels turn further 
into the corner without his moving the 
steering wheel. Now, this is just jim-dandy 
for sharp hairpins but it’s no good at all 
on a long fast turn. 

“I laid the entire front suspension out 
on paper first.” He went on to point out 
that the geometry was based mostly on a 
desire to use an unmodified Morris Minor 
rack and pinion steering set-up. Actually, 
he did have to weld a bolt on to the end 
of the ball socket in order get more threads 
in contact with the steering arms, because 
the tread is about three inches wider. 

Continuing, he remarked, “In order to 
make the front suspension adjustable, or 
perhaps I should say, so that I could tune 
the chassis too, the bolts that install the 
steering gear fit through slotted holes in 
the frame.” The theory is that moving this 
unit down is the same as raising the ball 
joint further outboard, and it saves bend- 
ing and rebending the drag links. “These 
changes are much more significant than 
anything you can do with tire pressures.” 

Bill made his own wishbones. The upper 
ones are 34-inch diameter, the lower are 
7. Their inboard pivots form a ten-inch 
square on the frame but the width of the 
top one is only 734-inches compared to the 
bottom one’s nine. The ball joint on the 
upper wishbone is sawed off a Triumph 
TR upper joint, all the rest below it is 
stock TR (though cadmium plated). 
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Eleven-inch disc brakes are also from the 
Triumph parts bin but instead of DS-1, 
he uses Ferodo’s DS-3 Severe Service pads. 

In the design of the rear suspension Bill 
Sadler has again sought adjustability. But 
first he shortened the wheelbase four- 
inches, having found the Mk 2 had more 
than enough directional stability on long 
fast bends and was, if anything, a bit hog- 
like to get around slow, tight turns. 

“In cars as light and as powerful as 
this,” Bill says, “I think that the geometry 
of the rear suspension is much more criti- 
cal than the front. On the Mark 2, you'll 
remember, I added a single radius rod 
running forward from the wheel hub 
housing. Its angle relative to the ground 
is like the height of the steering linkage. 
If you drop the front pivot point, you 
get more toe-in with body roll, if you 
raise it, you can get toe-out. And as before, 
the driver sees these as over- and under- 
steer characteristics, although, strictly 
they’re not. 

“This time I’ve put i014-inch discs, 
brakes, outboard so I need two radius rods 
instead of one in order to handle the brak- 
ing torque.” Bill hasn’t made any provi- 
sion for raising or lowering their forward 
ends, but with Heim spherical rod ends 
threaded on each end, they are adjustable 
for length and therefore for toe-in. 

Dynamic changes in toe-in may be al- 
tered another way. The specially fabricated 
swing arms are in unit with the wheel-hub 
carrier. A variety of ears carry the two 
radius rods and the combined coil spring 
and Koni shock absorber assemblies. The 
square section swing-arm tapers down to 
another Heim spherical bushing at the 
car’s center line. A single large bolt serves 
as a hinge pin for both swing arms, the 
left one being just in front of the right 
one. Adjustment is achieved through the 
provision of many spacers between the 
pair of ball joints and the two brackets 
provided on the frame to carry the hinge 
bolt. By putting more shims to the rear, 
the bushings are moved forward, increas- 
ing the toe-out. 

Bill suggests, “Someday, perhaps instead 
of using shims, we can move the flanges 
themselves and have them connected to a 
ratchet and handle of some sort in the 
cockpit. That way the driver could alter 
the handling characteristics to suit the 
particular corner he’s about to enter.” 

When asked if he might use hydraulic o1 
electrical means, with perhaps a speed 
sensitive automatic control, Bill made it 
quite clear that he is no disciple of the 
GM Tech Center. Instead, he follows the 
advice of Bill Stout, designer of the Ford 
Trimotor. To wit, “Simplicate, and add 
lightness.” 

With an attitude like this, a willingness 
to explore new areas of design and with 
enough energy for two, Bill should go a 
long way towards putting the American 
continent on the road-racing map. 

Perhaps someday his production project 
may be revived, but currently Bill speaks 
of producing duplicates of this Mark 3. His 
total involvement is today directed at high 
speed handling, a field which he feels is 
just opening up. But if USAC should pro 
mote races for Chevy-engined single 
seaters, he’ll surely be one of the first to 
build one. 

Stephen F. Wilder 
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Brothers Chevrolet 


was $12,000,000 down and nobody would 
lend it. Finally a New York syndicate 
agreed to help out. In these days of the 
Securities Exchange Commission and the 
other such instruments of enlightenment 
with which Franklin Roosevelt prevented 
American capitalism from cannibalizing 
itself it’s a little hard to believe what 
bankers of the happy 1900-1914 period 
could and would do once they got a ham 
mer-lock. The banks agreed to loan GM 
$15,000,000 at 6 per cent per year interest. 
Of this, the firm actually got $12,000,000. 
The other $3,000,000 never left the vaults. 
That was for openers. Then, as payment 
for having arranged the loan, the banks 
took $4,169,000 in GM preferred stock and 
$2,000,000 in common. All in all, the syn- 
dicate stood to make a 75 per cent profit 
on the deal, PLUS $9,000,000 a year in 
interest. The final condition was that 
Durant resign, which he did, on November 
15, 1910. 

Durant had not left GM without mad 
money, and he used some of it to buy the 
Flint Wagon Works. Here he set up the 
Little Wagon Company. (This was not a 
synonym for a Small Cart, the president 
being named William H. Little, once gen- 
eral manager of Buick.) Louis Chevrolet, 
naturally loyal to the man who'd given 
him his chance, proposed to design a small 
car, a voiturette such as Ettore Bugatti 
(you thought I wouldn’t get it in, eh, 
Christy?) had first shown the world in the 
Bebe Peugeot. Durant thought it was a 
good idea, providing the car was beefed up 
enough to cope with American rural con- 
ditions, and Louis went ahead. 

The first car the Little company made 
was a four-cylinder bucket priced at $700. 
In 1911 the Chevrolet Company appeared 
with Louis’ design, pretty big by now, a 
five-passenger touring car at $2,150. It was 
a notable success, and 2,999 units were 
sold. Louis was a principal in the Chevro- 
let company, and Arthur and Gaston were 
in as well on lesser elevations. In the next 
two years Chevrolet sold 16,000 cars and 
made a profit of $1,300,000. New models 
poured out, such dazzlers as the Royal. 
Mail roadster, at one time as much a part 
of a doctor’s outfit as his stethoscope, the 
Amesbury Special, the “490” and the Baby 
Grand. But Louis wasn’t convinced and in 
1913 he dropped out. Durant bought up: 
his interest in 1914 and Louis went off on 
his own. 

The Monroe racing car was Louis’ de- 
sign, and it won at Indianapolis in 1920, 
Gaston Chevrolet at the helm, beating full 
eams of Ballot and Duesenberg machines. 
Louis had designed the Frontenac, too, and 
he Frontenac was big for a while, and the 
»rothers must have thought, now and then, 
hat the Fronty would be the golden egg. 
Xace-car oriented, they couldn’t know that 
hey’d left the golden egg back in Flint. 

rontenacs ran 7th and 9th at Indianapolis 
n 1919, Louis and Gaston up and Arthur 
n the pits. They won at Sheepshead Bay, 

big-league circuit indeed in those days, 
n July and September of 1919, a 100-miler 
at 110 mph, 150 at 109 mph, Gaston up 
oth times. On the same day in July, the 
th, that saw Gaston win at Sheepshead, 
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not too bi — (101” Wheelbase) 


not too smiail...................... 


the new Panhard... 
just-right 
for all!.... 


(4 Doors ) 


- (The “Dyna’’) 
(Low-Priced) 


(The whole family) 


The new Dyna Panhard is the only 5-6 passenger sedan that delivers 40 miles per 
gallon and a speed of 80 miles per hour with a record of over 900 sports car victories! 


TEST-DRIVE THE NEW Dy4 DA “ Hi A R D 


CITROEN CARS CORPORATION (Sole Importer and Distributor of Panhard-Levassor, Paris, France) 
300 Park Avenue, New York 22, New York + 8423 Wilshire Boulevard, Beverly Hills, California 








Yf sportsmen 6 to 60! 
Broad line of models — 
complete kits from 
$3995 


Send 25¢ for catalog. 


Dealer and 
Distributor 
Inquiries Invited 


MIDGET CAR HEADQUARTERS 


ARNOLD-DAIN CORP. 
Box 71, Mahopac, N. Y. 








NOW GET ALL PLASTIC 
SURFACES REALLY CLEAN 


Here is the long-sought cleaner for plastic side 
curtains windows of sports cars, rear windows of 
convertibles, plastic seat covers, etc. 


CERBINI PLASTIC CLEANER 


Does the job safely, surely and quickly on vinyl. 
lastics, Plexiglas and Lucite windshields, etc. 
it’s non-crazing, anti-static and leaves no polish 
dust. Won’t scratch or soften the surface. Works 
like magic to dissolve away cloudy, opaque film 
and stains. Non-flammable. Write today for half- 
int can—just $2.00 postpaid. (Dealer Inquiries 
nvited.) 

MAIL TWO DOLLARS, YOUR NAME, ADDRESS TO: 


CERBINI LABORATORIES, INC. 
68 FIRST STREET, DEPT. S, NEW ROCHELLE, N. Y. 














Original a ports Car Partha 


Designed exclusively by and for Sports Car owners 


Slide resistant sueded material 
Guaranteed warmth at 4°F in open car driving 
Action back & arm shields for cornering ease 


Fully dry cleanable 
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Continental beige in small, medium & large 


SPORTS CAR ACCESSORY 
DEALER INQUIRIES INVITED 
Send check or 


money order to: Bruce 
620 Essex Street 


Featherlite lining of “Curon” Foam Rubber & Nylon 
Underarm and cuffs trimmed with leather for speed shifting 
Convertible split zipper hood for wind & weather 


This garment cannot be purchased in any retail store 


i 
Stephens (o. 


Lawrence, Massachusetts 


























































new miracle on the 





HI-Fl AM...with power, POWER, POWER! 


Now imported HI-FI costs no more than ordinary domestic radio, but what a world of difference 


in sound and power! The “Monte Carlo” 
speaker... 


where .. . IF you ever need it! 


is an anti-fading single-unit HI-Fl radio plus HI-FI 
complete, compact, with ‘custom look” 


in-dash mounting. Service assured every- 


Complement your fine radio with the superb NEW WISI Antenna, electronically 


’ matched for all wave bands. 


Write for folders, address orders to WET TE CQ), importers for u.S.A. ~ 613-19S. 24th ST., Phila. 46, Pa. 
DEALERS - ORDER DIRECT FROM YOUR DISTRIBUTOR OR WITTE IMPORTS 
. L-1-S-T-E-N to WITTE for every NEW development in AUTORADIOS... 





NOW 1300 ce ENGINE 
FOR VOLKSWAGEN 


Okrasa Stroker Crankshaft will improve the 
performance of your Volkswagen and _ in- 
crease its engine capacity from 1192 cc to 
1286 cc. Crank can be used alone on stock 
engine or with Okrasa Power Kit. See your 
dealer or write direct. 


EUROPEAN MOTOR PRODUCTS, INC. 
P. 0. Box 668, Riverside, Calif. ¢ 








5617 Reisterstown Road « 
ben 


JACKET PATCHES 
Swiss Embroidered 3” Emblems in Authentic Colors. 
Alfa, Austin Healey, Corvette, Jaguar, Mercedes, TR, 
MG-(red, green, blue, black), Volkswagen, Volvo. 


“@ © Lees 


SAVE! 3 for $2.50 pu 


PORSCHE (Only): $2.00 ea. - 3 for $5.00 ppd. 


tisfaction Guaranteed or money 


back. Maryland residents add 3% 
sales tax. NO C.O.D.’s. Dealer 
inquiries invited. Write Dept. sc 
SPORTS CAR CENTER, INC. 


Baltimore 15, Maryland 


HBshl TO Te 














SPORANCA 


buys for you any car or component on the 
lower priced European market. Let SPOR- 
ANCA be your personal representative when 
it comes to purchasing delicate machinery 
abroad. Try our service, you'll be surprised 
how much money you save. 


SPORANCA 
1326 Fifth Street, Fullerton, Pa. 











SEND 
SPORTS CARS ILLUSTRATED 
EVERY MONTH 


SPORTS 


_ | | EH 


hame 


address 


city . zone __ state 


Check one: (] 3 years for $10 
(] 2 years for $ 7 
[ll yearfor $ 4 


In the U. S., its posses- 
sions and Canada 


Foreign rates: Pan American Union 
countries, add 50c per 
year; all other foreign 
countries, add $1.00 
per year. 

MAIL TO: SPORTS CARS ILLUSTRATED 

434 S. Wabash Ave., Chicago 5, III. 
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MG-Chevy 
(Continued from page 43) 


with a 54 Studebaker) was used to install 
a 3.07 ring and pinion. 

On the outboard end the Studebaker 
backing plates, brake shoes and brake 
drums were used as is. The MG wheels 
could not be altered to fit this set-up, so 
Brett used Studebaker wheels instead. 
He drilled 15 holes in each wheel, standard 
for brake cooling on the MG, and installed 
MG hubcap mounting studs. Mounting 
pads made to fit the MG rear springs were 
welded in place and the new rear end was 
ready for installation. 

A Corvette driveshaft was used; the only 
alteration was shortening. The rear uni- 
versal joint fit the Studebaker driving plate 
as is. A battery box was made and welded 
to the frame side rail at the right rear 
just ahead of the rear axle. The battery 
is reached by removing a panel cut in the 
floor of the luggage compartment. 

The body was then put back on the 
chassis, and the floorboards and floorboard 
center supports were reworked to fit 
around the Chevvie transmission bell 
housing. A pair of hanging pedals with 
hydraulic brake cylinders were taken from 
an English Ford. A mounting for these 
pedals was made from 3/16 by 4 inch 
cold rolled steel plates and welded to the 
cowl support bar. Two bellcranks and 
link rods were made to connect the clutch 
pedal to the standard Chevrolet throw-out 
arm. The MG cowl and firewall assembly 
was then cut out to clear the engine. This 
operation completely removed the old MG 
battery box but did not disturb the tool- 
box. A new firewall and bell housing cover 
were formed from 22-gauge sheet steel and 
fitted after the cowl-section had been re- 
assembled to the body. A 114 inch hole 
was cut in each of the two boxlike MG 
front cowl supports to make the rear spark 
plugs accessible. 

Since the left hand cylinder bank inter- 
fered with the MG steering column, the 
column was altered with two universal 
joints to pass under the cylinder block 
and attach to the pinion shaft at the lowe: 
end. 

A dual exhaust system was devised with 
two Cadillac glass-packed mufflers and two 
inch tubing. The MG radiator was used 
with a slight alteration of the water out 
lets. The Chevvie generator was moved 
from left to right on a special mounting 
bracket in order to clear the radiator wate) 
inlet. 

The MG hood did not quite clear the 
exhaust manifolds at the front end, so « 
“blister” was hammered out on each sid« 
of the hood. Then the front hood latche: 
were moved forward about 4 inches. 

Because of space limitations, the Chevro 
let fuel pump could not be used, so 
Bendix electric pump was installed be 
neath the gas tank at the right rear. 

A new instrument panel was made o 
064 inch aluminum. A complete set o 
Stewart-Warner gauges and a Corvett 
tachometer were built into the dash alon 
with horn, ignition and light switches. N 
speedometer was installed because suitab! 
gearing was not available. Speed is de 
termined by a calibration card showin 
speeds for various rpms. 
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The job was completed by painting, re- 
upholstering and the installation of a 
new top and curtains. The weight addition 
with the new engine was only 135 pounds, 
and relocating the 30 pound battery in the 
rear helped even out distribution. The 
special’s roadability is just about as good 
as any stock MG, which speaks well for 
Brett’s choice of the light Corvette mill. 
Even with the dual quads, it gives 15 miles 
per gallon. 

Last report from our friendly Chevrolet 
dealer near Mineola was that an incon- 
spicuous fellow with an inconspicuous MG 
was asking about a not so inconspicuous 
fuel injection set-up. As the story of Brett 
Nichols feat is published we wager that a 
few innocent MG owners will be recipients 
of wary glances. . 


—Philip Peyton 


Lister-Chevy 


(Continued from page 41) 


As the race grew older it did get cooler, 
and the Lister began to settle down to 
around the 200° F. mark. With the car’s 
blood pressure back to near normal I 
began to circulate a little faster. I found 
myself holding down fourth spot while 
having a good race with Jean Behra in 
the RSK Porsche. On the next to the last 
lap, coming down into the 9th turn again 

admittedly somewhat slowed after my 
earlier excursion — I shut off at the usual 
mark, shifted down, and wham, the rear 
wheels locked up. This is probably more 
disconcerting than having one front 
brake lock up in fact more so because 
I was not even on the brakes. The car 
did about the same tour, coming to rest 
with a dead engine on the infield. Fran- 
tically I tried to re-start, watching in the 
mean time all the cars it had taken me so 
long to pass go by. One of the flagmen 
ran over and yelled in my ear 
haust stacks 


—- those ex 
that water was shooting out 
of the engine. I leaned over the side, and 
by God, tw: was right. Each time the en- 
gine turned over a spurt of water shot out 
of the appropriate pipe. I was about to 
give up when the engine caught, and off 
we went on seven cylinders to finish a hot 
and tired eighth. 

Despite the heat I was in good shape 
after driving 200 miles. I had no blisters on 
my hands — a tribute to the Lister’s light 
steering and the Chevy gear box. I did 
have a large blister on my left foot, but 
this was due to the high engine heat. 

After the excitement died down we held 
1 postmortem on the car’s performance. 
Che overheating was caused by a spring 
that had collapsed inside a water hose, 
while the hard starting — and running 
on seven after the second spin out was 
aused by a dime-sized chunk dropping off 
1 poorly forged valve, which caused the 
‘ngine to sieze. The only basic fault I 
found with the car was the front-end lift- 
ng at high speed. This can be corrected, 
ind I understand that a new Lister ex- 
oressly designed for the Chevrolet engine 
vill have a new body shape to prevent 
nstability. If you want to go racing in the 
»ig-boy class in a car which gives you a 
hance to try your hand at power engi- 
1eering, the Lister fills the bill. 


—Buill Pollack 

















AUSTIN HEALY 
6 Cyl. KIT 

1) Double outlet 
Muffler design 

2) Double exhaust 
outlet pipe 

3) Extends out in front 

of rear wheels 


$26.95 
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AUSTIN HEALY 
4 Cyl. KIT 
1) Exhaust Pipe Stainless 
Flex 2) Muffler 
3) Tail Pipe extends out 
in front of rear tire. 





AUSTIN HEALY 
FRONT PIPE 


with stainless steel 
flexible Heavy Gauge 


$16.95 















QUALITY GLASS PACKED e@ 


VISIT BOOTH 242-43 AT THE 


Franklin Square, L. l., 





THE 
INSIDE 

























$34.90 BA K © R’S AUSTIN HEALY 4 cyl 15.95 
. AUSTIN HEALY 6 cyl= 4 cyl 
18.95 
SE RV Al S VW 1 outlet 24.50 
JAGUAR all models from 
$25.00 to $35.00 


(British Patent No. 447376) 


“None Better at Double Our Price!” — 
IMPROVED ACCELERATION e@ H. D. CONSTRUCTION 


ALL WELDED UNIT 
HEAT RESISTANT @ STEEL HONEYCOMB @ SUPERIOR DESIGN CORE 
. 


INTERNATIONAL AUTO SHOW 
COLISEUM, NEW YORK CITY 


BAKER’S WORLDWIDE AUTO PARTS 


1069-73 HEMPSTEAD TURNPIKE 
N. Y. - FL 4-4445 





























MORE POWER 
MORE ECONOMY 


MORE OF EVERYTHING 


MGA 

Twin Outlet 
$17.95 

PORSCHE 

2 Outlets 24.50 

AUSTIN, MORRIS, RENAULT — 


ENGLISH FORD 51-58 15.95 
DAUPHINE, HILLMAN MINX 
13.9 


FIAT 600 with Front Pipe 
Conversion 16.95 


Double Outlet 


OTHER CAR MUFFLERS 
UPON REQUEST 





FOREIGN 
CAR PARTS 
MANUFACTURERS 












AVAILABLE FOR THE FIRST TIME 


RIGID GLASSFIBER 
SLIDING SIDECURTAINS 


Custom Built For: 
PE Se $44.00 
fe Ce OE eee en ee $46.00 


Moulded self color glass fiber frame. 
Polished perspex panels. Available in 


all colours. Controls ventilation. 
Eliminates misting. 
Also REMOVABLE PLASTIC HARDTOPS 


AUSTIN HEALEY SPRITE 
& 


Austin Healey $178.00 or $112.50, 
Austin Healey 100-6 $210.75 or 
$112.50. M.G.A. $178.00. 

Shipping Charges Extra 
Trade orders invited. Made from 
glass fiber, trimmed inside and out 
with best quality plastic fabric, or self 
color glass fiber. Complete and genu- 
ine saloon comfort. Our tops are of 
the highest quality workmanship and 
have been seen at all the motor shows 


“UNIVERSAL LAMINATIONS 


(Denis Ferranti Laminations Ltd.) 
58, HOLLAND PARK MEWS 
LONDON W.11 ENGLAND 









MALCOLM KONNER 
CHEVROLET 


New Jersey’s Headquarters for 


CORVETTES 


230-245-250-270-290 H.P. 
AND SUPER CHARGED MODIFICATION 
Any special equipment. All color com- 
binations. Also many fine used Corvettes 
and Foreign cars in stock. 





CUSTOM-DESIGNED $f 950 
TONNEAU COVERS las 


Shipped anywhere in the Country 

















Call or see 


BOB WASSERMAN 


America’s Leading Corvette Specialist 


FUEL INJECTION SPECIALISTS 
Try our special sports car service 


MALCOLM KONNER CHEVROLET 
473 BLOOMFIELD AVE e CALDWELL, N. J. 
Phone CApital 6-6666 
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ROYZE, INC. 
DIRECT IMPORTERS 
Original and Replacement Equipment 
Wholesale - Retail 


VW Axle Boot — Split-type, American-long- 
lasting neoprene 


Uni-syn Multiple 
Carburetor 
Synchronizer 
Uni-syn, an instru- 
ment for balancing 
multiple carburetors 
of any type, down 
draft or side draft. 
© Sturdy construc- 
tion °* Positive 
float readings °* 
© Fits all carbu- 
retor sizes © En- 
thusiastically rec- 
ommended by users 
* No adaptors 
needed. 
No C.O0.D.'s — Price ppd. $9.95 
Bosch Germany Automotive electrical equipment « 
Schier ignition contacts * Carburetor Gasket Kits 
Engine Gasket Kits * Oil Filter Cartridges « 
SWF windshield wiper equipment « 
Metric & Whitworth tools 
PLUS many other top brands 
Dealer Inquiries invited 
ROYZE, Inc., 1010 N. La Brea, Inglewood, Calif. 














VINTAGE CAR STORE INC. 


We have the pleasure of announcing the 
opening of new premises in Manhattan with 
a selection of cars available for inspection 
and service arrangements. 


The following is ONLY a partial list: 
1937 Talbot Lago Gran Sport 
Figoni Falaschi Coupe 
1937 Mercedes Benz 540K 
1937 Hotchkiss Conv. 
1939 Rolls Royce Wraith 
1935 Morgan Tricycle 
1939 SS-100 Rdstr. 
Write for many other listings and 
interesting reference brochure. 


NEW ADDRESS: 357 West Broadway 
New York City, N. Y. WOrth 6-4014 














DUAL CARBURETOR MANIFOLD KIT for 
VOLKSWAGEN 


@ Uses stock Volkswagen Carburetors and air 
cleaners. 
@ Fits Volkswagen sedan, Ghia Coupe, and truck. 
® $48.00 prepaid. Write for free brochure 
Oo. W. DIETZ ENGINEERING CO. 
P.O. Box 35, Harper Sta., Detroit 13, Mich. 











POWER, SMOOTHNESS & PUNCH 

Downton Speed equipment gives you that extra lead 
over the rest. 
For Sprite, Minor 1000, A35 and new A 40 our bolt-on 
kits are now being acclaimed in U.S.A. as in England 
Genuine hand manufactured British parts for British 
cars. 

Write today for prices & performance figures. 


DOWNTON ENGINEERING WORKS LTD. 
DOWNTON, SALISBURY, WILTSHIRE, ENGLAND. 














INTERNATIONAL DRIVING PLATES 


Imported, Solid aluminum— 
Black letters on white back- 
ground. Also available: ‘“‘D”’ 
—Deutschland; ‘‘GB'’—Great 
Britain; ‘F'’—France; ‘I’’— 
Italy. $2.00 each, postpaid, 


. Money back guarantee. Send 


ry cash, check or money order 


CONTINENTAL TAGS, 22 Chester Drive, Yonkers, H. Y. 
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Before anybody who intends to copy this 
procedure starts walking around telling 
himself how smart he is, he had better 
take into consideration one other problem. 
After the fabrication of the header, there 
cropped up the little nuisance of getting 
the spark plugs out. Plugs No. 1 and No. 
2 are not too rough, providing the me- 
chanic isn’t in a hurry when reaching 
through the maze of bracing and plate, 
and takes care not to burn himself on the 
hot pipes. However, No. 3 and No. 4 lay 
back next to the side of the toe-board, 
and constitute as formidable a task of re- 
moval as was ever designed by the most 
conscientious engineer from Detroit. Ex- 
traction was solved by making a special 
tool which slips into the narrow confines, 
fits over the plugs, and works on a ratchet 
principal to free the threads from their 
seat in the block. Insertion is accom- 
plished simply by reversing the ratchet 
drive. 

With the engine location finalized, work 
began on bolting it down in such a man- 
ner as to add rigidity to the forward frame 
members. The front mounting pads «:n the 
V8 are tucked in towards the block, leav- 
ing a considerable gap between their bolt 
holes and those in the D’s mounts. In 
order to retain the D pads, and join them 
with the Chevvy’s mounts, Silnes built a 
slightly bowed bridge, which spanned the 
distance between the frame rails. Made of 
114 x 1%-inch 4130 steel, the bridge was 
welded to the original supports, and gus- 
setted on the bottom side at points where 
the V8 block bolted to it. 

Rear mounts were fabricated by weld- 
ing a vertical bracket, consisting of two 
triangular shaped plates, to the frame, 
and drilling a hole through both pieces 
of metal. The plates stand side by side, 
with enough space separating them so a 
Jag mounting pad can be slipped between 
and lined up with the bolt holes. When 
all four corners are snugged down, the 
whole layout provides a rather orthodox 
four-point suspension system. 

Cons‘derable attention has been given 
to chassis handling, because this impor- 
tant factor can mean the difference be- 
tween leading the field, or bringing up the 
rear of the pack. Since a portion of the 
.ncrcase in lap t:mes in recent years has 
been due to jacking the weight, so the 
wheels get a better bite in the turns, Silnes 
smoked over the bars at great length be- 
fore forming jacking stops on their rear- 
ward ends. Inasmuch as both bars had to 
be laid over slightly to the left to drop 
the engine lower in the chassis, he de- 
cided to go whole hog and build stops 
which would permit the car’s front end 
to be raised or lowered simultaneously, 
or a corner at a time. 

Externally, the bubble bulging up from 
the center section of the hood is a dead 
giveaway something is amiss. A sheet metal 
canopy had to be added to clear both the 
top of the fuel injection apparatus and 
the rear mounted distributor. Other than 
that, the overall contours of the regular D 
remain as is. Some hacking of the baffling 
on the underneath side of the hood 
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enabled the generator and its brackets to 
clear the covering, with special brackets 
being made to swing the generator away 
from the valve cover. In normal operating 
position, the generator’s casing hangs over 
the cover, and lies in a rather elevated 
plane in relation to the rest of the engine. 
By recessing the left baffle, a concave plate 
acts as a protector for the casing, brackets, 
and drive pulley. 

The idea of using a Corvette four-speed 
gear box naturally received first consider- 
ation. Further investigation revealed that 
it wasn’t going to be easy. The starter 
motor on the Corvette is mounted on the 
block instead of on the transmission, as 
is the case with the Jag, so to use the 
Yankee four-speeder, it would have been 
necessary to revamp the right torsion bar 
position due to the starter laying directly 
on the bar. Such a change would have 
meant a major rework involving the whole 
front end. A second item which had to be 
taken into consideration was the pres- 
sure for the hydraulic brakes which is pro- 
vided by a pump in the D’s transmission. 
The use of a Corvette unit meant an acces- 
sory pump of some type would have to be 
rigged up to supply the line boost. 

The hot rod boys have developed the 
science of engine-transmission switching 
in American passenger cars to a fine art, 
and being somewhat of a _ well-trodden 
path, the same bas‘c course was followed 
‘in marrying English alloy to American 
cast iron. A special McBar adaptor plate 
constituted the wedding band. Inside the 
housing, a few tricks still were needed 
to match the crank flange with the flywheel 
assembly. Contact took place via an addi- 
tional small adaptor plate which hooked 
up the driving and driven members of the 
power train. 

After viewing the Detroit behemoth sit- 
ting securely in his small European chas- 
sis, the big question Ensley tossed around 
in his skull was how to make it go. He was 
not a mechanic, and even if he had a flair 
for wrenches, there was a little matter of 
other business taking up his time. The 
point resolved itself by the rather incon- 
gruous situation of turning the Chevy 
engine over to one of the country’s leading 
Plymouth stock car drivers, who prior to 
the factories departure from racing, was 
Chrysler Corp’s fair haired boy. 

With the exception of being known to 
local wheels, the name of Hershel White 
is practically unknown in sports car circles. 
In his own field of endeavor, however, he 
is a hot pilot, whose talent extends to the 
nuts and bolts, as well as the mechanical 
end of things. 

By the simple expedient of starting on 
top and working down, the first thing to 
fall under White’s scrutiny was the fuel 
injection system. His initial move was a 
step taken by the Rochester Products 
Division, but not revealed until the intro- 
duction of their '57 model. And that was 
to set the injector nozzles further into 
the ports for better turbulence. Dropping 
the nozzles does not increase the flow 
charge, but does tend to raise the thermal 
efficiency of the engine. The system has 
an adjustment arm on the side of the 
main body to richen or lean out the mix 
ture, and the arm can be varied according 
to conditions encountered. This is the only 














way to change the fuel/air ratio. Never 
drill out a nozzle to enrich the charge. It 
has exactly the opposite effect, as the big- 
ger hole drops the pressure and causes the 
flow to become lean. 

On engines employing carburetors, the 
practice of using a ram tube plus balance 
box is fairly well known. With fuel injec- 
tion, the same idea will work, 
do not need the balance box. To get cool 
air into the venturi, a 414-inch heater 
tube is connected to an air duct and run 
back to the bell mouth of the air manifold 
housing. Not only will the resulting 
temperature drop give a denser induction 
charge, but the tube also will induce a 
ram effect at the higher speed levels. 

The usual hop-up tricks were included, 
such as porting and polishing the heads; 
removing sharp edges to get away from 
hot spots; countersinking the valves; and 
punching out the block to a four-inch 
bore to acquire 300-cubic inches of dis- 
placement. This last step keeps the ma- 
chine still in Class C, while at the same 
time increases the torque and ups the com- 
pression ratio one-quarter To fill 
the larger holes, Forge True pistons are 
inserted with Perfect Circle’s 98 oil ring, 
plus two top chrome rings. 

The linkage gave White a 
chance to exercise his brain cells, since the 
stock linkage 


except you 


point. 


accelerato1 


actuated the carburetors on 


the right side of the engine, while the 
Corvette’s fuel injection linkage lay to 
the left of the manifold air housing. The 


system was reversed by having rod and 
bell crank segments travel from the stock 
pivot mounting on the toeboard back to 
the firewall, the wall to the left 
side of the engine compartment, and then 
down to the links on the injection’s main 


housing itself. 


across 


In respect to the electrical department, 
the standard ignition will get a whirl to 
see whether the spark will break down 
under heavy load conditions. Should any 
part of the circuit reveal a weakness, it is 
possible to readily adapt a magneto to 
the 


engine, and come up with a flame 
which would fire a third-rate grade of 
moonshine. 


How it will perform is a matter of per- 
sonal prediction, but the general consen- 
sus of opinion among race men who have 
looked over the car is it will be a hand- 
ful. What with shifting gears, and keeping 
it pointed straight when the low-end 
torque from 300 cubes takes hold, the ac- 
tivities of the chauffeur can 
summed in one word—‘‘busy.” 

The 
between the 
gine. 


best be 


top-speed issue may be a 
v8 the six-cylinder en- 
Che replaced Jag had the advantage 
of double-overhead cams, a tremendous re- 
lief from the 
reciprocating 


toss-up 
and 


inconsistencies inherent with 
rocker arm gear, plus an 
enviable record of propelling the English 
mechanical gladiator over the ground at a 
rather rapid clip. If the V8 can turn 7000 
or better, and still stay together, then it is 
apt to be knocking on Count Orsi or Enzo 
Ferrari’s front door, requesting the pleas- 
ure of a small party. The Tupian feline 
embellishing the nameplate of this bolide 
has spit defiance in many a contest both 
here and abroad. And with an American 
touch to give that extra twist to its tail, 
the competition is liable to find they are 
playing tag with some pussy Cat. 

-George Moore 











4 ELAS TIL TOP FOR YOUR SPRITE 
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THE FABULOUS PLASTIC TOP AND SIDE PANELS FOR YOUR 
AUSTIN HEALEY SPRITE. QUALITY FABRICATED TO GIVE YOU 
FULL WEATHER PROTECTION AND COMPLETE VISIBILITY. 
SPRITE PLASTIC TOP WITH SIDE PANELS AS A KIT $177.00. 








QUALITY FEATURES 


(A) SLIDING PANEL W/PLASTIC KNOB 

(B) WEATHER STRIP. TO LESSEN WIND NOISE 

(C) POLISHED ALUMINUM FRAME 

(D) ALL RUBBER SEAL 

(E) MOUNTED ON ORIG. BRACKET LOCATION 

(F) JAG, TR, MG-TD & TF LOWER PANEL MADE OF 
THERMO-PLASTIC & PADDED FOR YOUR COMFORT. 


“PRICES F.0.B. PLUS TAXES 


Distinctive Sports Car Side Panels 
for the More Particular Sports Car Owner. 
Now you can throw away your old panels 


PORSCHE SPEEDSTER ..................00 Per Set @ $ 
AUSTIN HEALEY SPRITE .................. Per Set @ 
AUSTIN HEALEY ...... Per Set @ 
NE adisdadiscennmiinienlatnentinpeen ..Per Set @ 
JAGUAR XK-140 & 120 ................ ..Per Set @ 
TRIUMPH 3 & 4 ............ .Per Set @ 
MG-TD & TF ............ Per Set @ 


For rear panels add 

Ash trays available ' 

WIND/WINGS FOR AUSTIN HEALEY SPRITE 
& MGA .......... 

Also available 


tops ‘& sliding “panels for 





52.00 
52.00 
58.00 
58.00 
72.50 
72.50 
72.50 
18.00 

1.50 


10.95 
MGA, 


Porsche, Speedster & Austin Healey up to 56 


WRITE FOR FURTHER INFORMATION. 
50% ON ORDER — BALANCE C.0.D. 


STEVENS PLASTICS 


1615 W. FLORENCE AVE., LOS ANGELES 47, CALIF. 


PL 2-9558 














British Motor Corp. PARTS 


697s. 


of all orders 


‘. filled from our 


2% ‘own rh 
¥ Cs ee a. 
te record of our ports 


if you are unable to get a BMC part 
for MORRIS — MG or AUSTIN-HEALEY 
— TRY US 


ALL ORDERS SENT WITHIN 
24 HOURS OR LESS 


THIS MONTH'S SPECIAL! 
CARPETS 


Morris Minor ‘48 to ‘53 
front—green, red, black 
Complete set black only 


MG—TD and TF—drivers—passenger 
and gear box............... set 19.95 


TC drivers and passengers. 11.95 
postage extra 


TRY US FOR SERVICE! 









10.95 
18.50 















British Motor Car 


Distributors, Ltd. 





1800 Van Ness Ave., San Francisco 








SPORTS CAR THRILLS 


In An Indoor Board Game! 





and the fight to average o 
given speed make this one of 

the most exciting board games | § 
ever created 

Complete with instructions, 8 
cors, 3-speed dice, cards and 
6 different courses — 


“PUT SOUNDS 


Post 
paid 





your cor, home 
conferences. 








New West- nd made 
transistor Teltape recorder 


Acclaimed by sports car enthusiasts coast-to-coast, Rallye 
is card-table sport such as you have never seen before 
The game includes SIX all-different rally courses — similar 
te actual international events. Wrong turns, thrills, spills 


00, 


A 





Anytime —- Anywhere! 


At rallies, races, porties, in 
meetings 


—EE 


Pius $1.50 Postage 


-@ 29% 


ing 


| 






























weighs less than 2 Ibs 
Records — eroses — plays 
Unconditionally guaranteed 
— — OU eo -_—_— 


bock. Adjustable 


—_- 
Dealer Inquiries Invited 


SEN-SELL SPECIALTIES 








le by flashlight batteries 
speed 


—_———_— <_< = 


Dept. T 


11 LONGWORTH STREET — DAYTON 2, OHIO 


61 













































ENGLISH LICENSE PLATES 


Jaguar, XK-140, XK-150, 
Triumph, Austin, MG-A, 
MB-190 SL, etc, Per- 
sonalize your car with 
these genuine imported 
English License Plates. 
Any combination up to 
6 letters and numbers: 
telephone, call or code 
numbers, name, initials 
etc. Raised silver aluminum letters and number 
on black background, $8.98 ppd. 


CAR PLAQUES OF THE WORLD 


DRESS UP YOUR CAR! SHOW YOUR COLORS! 


U.S.A., England, France, Germany, Italy, Sweden 
London, Paris, Switzerland, New York, California 
etc. Over 100 different models of foreign citie 
and countries. Brilliant true color reproduction 
in hard fired jewelers enamel and bronze. Easily 
mounted on bonnet, grill, boot, wings, badge 
bars, Size 254” x 3'/4”. $5.95 ppd. 


IMPORTED KEY FOBS 


Beautiful, brilliant mini- 
ature crests of car insignias 
in jewelers enamel mounted 
on genuine luxurious top 
grain leathers. 

MERCEDES 

BENZ 

MG 

PORSCHE 

RENAULT 
CORVETTE TR-3 
JAGUAR VOLKSWAGEN 
VOLVO 


And all other sports and 
foreign cars, $1.50 ppd. 


Send for complete listings. 
Nar e your car. Dealers inquiries invited. 


RACE & RALLY ACCESSORIES 
285 Jay St., Brooklyn 1, N. Y., MAin 5-3346 

















THE BOWMONK DYNOMETER 
* 234-inch dial 
* gimballed bowl 


fe * suction-anchor 


First recording accelerometer developed ex- 
clusively for automobile use. Provides con- 
tinuous performance check, by measuring 
acceleration and brake efficiency. Used for 
road tests by leading U.S. auto-magazines, 
British auto and brake manufacturers, win- 
ning cars in BRITISH MOBILGAS ECON- 
OMY RUNS. The only recording accelerom- 
eter available in the U.S.A. — at low-cost! 


* screw fixtures 


easily FIXED — No 
connections. 


* Ideal for the enthusiast who has every- 
thing °¢ A ‘must’ for professional auto- 
testers, auto-dealers, mechanics 
Recording model list price $29.95 
Standard model list price $26.95 


send check or money order to 
Peduzzi International, Dept. S 3 
P.O. BOX 68, HUNTINGTON, N.Y. 


Dealers inquiries invited 











piston and must be corrected. This, or 
the opposite condition of having the cam 
excessively retarded, occurs all too fre- 
quently in Chevs, making this sort of valve 
timing check a vital necessity. To correct 
for the above condition, we must subtract 
the exhaust closing point (10) from the 
intake opening point (30), which leaves 
20. Then we divide 20 by 4 to give us the 
correction in camshaft degrees, this being 
5 degrees. 

The easiest way to retard a chain driven 
camshaft the required number of camshaft 
degrees is to elongate the bolt holes and 
the dowel pin hole of the cam sprockct 
in a counter-clockwise direction when the 
sprocket is viewed from the front. This is 
best done with end mills of the correct 
diameters in a milling machine and to 
the exact point to affect the correction. 
lo advance the cam in relation to the 
piston, the above procedure is reversed. 

This phase of assembling the engine is 
certainly time-consuming and bothersome 
but its importance cannot be over-em- 
phasized when we are trying to make the 
most of all possibilities. To carry it to its 
logical conclusion, it is definitely advisable 
to experiment by advancing and retarding 
the cam. It’s a certainty that no two en- 
gines will produce an identical powe1 
curve, so what might be sauce for one 
could well be sudden death for the other. 
Ihe only way to know for sure is to ex- 
periment. But don’t go wild; advance or 
retard the cam a maximum of five crank- 
shaft degrees from the specified timing, 
remembering that advancing the cam will 
improve the low and mid-range perform- 
ance at the expense of top end power, 
while retarding the cam will have the op- 
posite effect. 

Vhe lifters for the '57 through '59 engine 
must be Chevrolet part number 5231585 
or a similar chilled iron equivalent. Fou 
earlier engines, use Chevrolet part num- 
ber 5231315 or similar chilled iron equiva- 
lent. The difference is dictated solely by 
a change in the oiling system in '57 and 
later engines. In °56 and earlier blocks, 
the oil to the lifter galleries is metered 
by a flat milled into the rear cam journal 
and the oil hole in the lifters is located 
in the groove in the lifter body. In ‘57 
and later blocks, the lifter galleries re- 
ceive full system pressure and flow and 
the oil hole in the lifter is located above 
the groove in the body so that the oil that 
fills the lifter body and pushrod and lub- 
ricates the rocker arms and valves actually 
leaks past the clearance space between the 
lifter body and the lifter bore. Accordingly, 
56 lifters cannot be used in '57 or later 
blocks or else the topside valve gear will 
be drowned in oil. By the same token, '57 
lifters cannot be used in '56 blocks because 
of the risk of running the topside valve 
gear dry of oil. '56 and earlier cams can 
be used in '57 and later blocks, the flat 
on the rear journal having no effect upon 
oiling in the later types. However, to use 
a 57 cam in an earlier block requires a 
flat to be milled or ground into the rear 
cam journal, otherwise none of the valve 
gear will be lubricated. 

—Racer Brown 
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REUPHOLSTER with a BRUSH 


WW Coke: 
<< 


FINISHES 

Restores — Colors 

Protects Leother 
Leatherette or 
Vinyl Plastic 


(not a paint) impregnates 
leather or Vinyl plastic up- 
holstery. Won't chip or 
peel. Fadeproof—waterproof. 
Write for free information, 
color chart, and dealer loca- 
tion. 


RAMCOTE, 1141 W. 69 St. 
Chicago 21, lll. Dept. sc 3 


Renew dull, faded, worn 
leather or Vinyl plastic uy 
holstery. Car, plane or bort 
seats, headliners, side 
panels will look new in ar 
color. Redesign, customiz: 
new interiors. You ca 
change color too! Easil) 
applied brush or spray 
RamCote Flexible Finishe 





Sports cars, equipment or accessories! 


Over 144,000 buyers of SPORTS CARS 
ILLUSTRATED are always in the market 
for a good used car or equipment buv. So 
if you have something to sell, let SCI readers 
know about it in our classified columns. 


It costs very little: just 35¢ a word, including 
name and address. Minimum message: 10 
words. For further information, write: 


Martin Lincoln 


SPORTS CARS ILLUSTRATED 
One Park Avenue, New York 16, New York 





FREE srecirication 800 


ToRQUE S 
WRENCHES 


Sold around the world 
by leading hand tool 
manufacturers, mail order 
houses, chain stores, 
specialty houses, 

Write Dept.s 











Super Sports Engines | 
809 G Street, Chula Vista, Calif. 
BUILDERS: Taylor SS-2 LITRE 
Inquiries Invited 
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1969 SPORTS CARS WZ 


DIRECTORY 


Imagine having access to the largest, most complete sports car 
showroom in the world—where sports and economy cars of every 
make and model are waiting for your inspection. A unique showroom 

with no fancy talk, but plenty of good, solid facts. A place where 
you can browse for hours on end and check out just about every car 
available 

That, in effect, is what the Sports Cars ILLUSTRATED DirECTORY 
represents. It's the world’s most complete guide to the buying and 
servicing of sports and economy cars. On sale soon at newsstands 
all over the country, the 1959 edition of the Sports Cars ILLUSTRATED 
DirRECTORY has 160 pages of valuable, helpful information like: 


ROAD TESTS OF THE EIGHT MOST POPULAR SPORTS CARS 
Alfa Romeo, Austin-Healey, Corvette, Jaguar XK 150 S, Mercedes-Benz 190 SL 
MGA Coupe, Porsche Coupe, and the Triumph TR3 A. 

GUIDE TO READILY AVAILABLE SPORTS CARS (complete with spec 


RLD’S 
LARGEST 
SPORTS CAR 
SHOWROOM! 


sheets)—A.C., Arnolt-Bristol, Aston-Martin, Berkeley, Borgward, Elva, Ferrar 
Lancia, Lotus, Maserati, Mercedes-Benz 300 SL, Morgan, OSCA, SAA 
GT, Sprite 

GUIDE TO LIMITED PRODUCTION SPORTS CARS complete with spe 
sheets) — Abarth, Allard, BMW, Bristol, Cisitalia, Cooper, Dellow, DB, DKW 
Elva, Facel Vega, Fairthorpe, Frazer-Nash, Gordini, Gregoire. Jensen. Jomar 
Kieft, Lister, Lotus Elite, Moretti, Nardi, Pegasso, Salmson, Stangue 
Talbot-Lago, Turner 

BUYER'S GUIDE TO LIGHT CARS (complete with spec sheets 
Austin, Borgward, Citroen, DKW, English Ford, Fiat, Hillman, MG Mag 
Metropolitan, Morris, Opel, Panhard, Peugeot, Rambler. Riley. Ren 
93B, Simca, Sunbeam, Taunus, Triumph, Vauxhall, Volkswagen, Volvo 

PLASTIC SPORTS CAR BODIES BUYER'S GUIDE—Alken Almquist 
Devin, Victress, etc 

SPORTS CAR ACCESSORIES AND TIRES — a thorough round-up of 
new products in the field 

SERVICE DIRECTORY — a complete listing of dealers all over the 
United States who service sports cars and stock spare parts 


Once you see the 1959 SCI DIRECTORY, you'll agree that it’s the greatest showroom of all—a breathtaking panorama 
of the wonderfully exciting world of imported cars! Sports car fans won't want to miss this Ziff-Davis publication. 


The SPORTS CARS ILLUSTRATED DIRECTORY is now on sale. Be sure to get your copy — only $1.00. 








Crise’s Dices 


(Continued from page 55) : 
SCI HAS A BUYER vert a - tires and fuel. His crew 
worked with all the latin fury : >ir 
FO R YOU R CA R command and sl him poe pees se 


spot. I'he only trouble was that they neg- 


: lected one tire and he went out with three 
If you have a sports car, equipment new skins and one baldy. It was three laps 


or accessories to buy or sell, look later that the crew noticed the forgotten ANNOUNCES “ 
to the classified columns of tire and frantically summoned in thei 
a 


SPORTS CARS ILLUSTRATED for endangered boy. Again they worked and TWO 
fast results. again sent him out, still in second where 


Your message, placed in our he finished by a whisker with E. D. Martin RALLY INSTRUMENTS 
classified columns, will be read by hot on his tail feathers. 
more than 144,000 sports car fans. While it may seem that the 1958 edition 

Best of all, your ad only costs 35c of Nesta — Week we nothing pone sini caliniinniaein 
a word (including name and address)! than seven days of bad luck compounded Rea p 

by inefficiency, such was not the whole © permilting driver and 

For further information, write mene hens Swap tf eee iient wal ; i 

truth by any means. True it was that with navigator more time to 

Martin Lincoln the exception of two Cubans, a brace of concentrate on follow- 

SPORTS CARS ILLUSTRATED Mexicans (the Rodriguez brothers) and ing the course 

One Park Avenue one lone Swede, the race was almost purely 

New York 16, New York an American and Islander venture. Two 
possible crowd pullers, Stirling Moss and 
Joakim Bonnier showed but sat on the 
sidelines for one simple reason—both are 


e substantially reducing 








professionals and no starting money was 
forthcoming. Both men felt that there was 
no reason why they should donate gratis 
the talent that at other times earns them 
their bread. Neither could the owners of 
.J 
Sizes 10-16 Widths AAA-EEE BRE ie 4. ditieseniie Mi 
their prospective rides feel differently. No 
We specialize in LARGE SIZES ONLY —sizes 10 ¥ . 
to 16; widths AAA to EEE. Dress, sport, cesual money, no mounts—period. 
and work shoes; golf shoes; insulated boots e P ° «3 
sox: slippers; rubbers; overshoes; shoe trees Being fair about it, Crise and the Ba- 
Also sport shirts in your exoct, extra ‘ p sie . , RR . 
an iin deaath. Grley sartact At in hamas Development Board were caught in 


oe a ete wes size ae a squeeze not of their own making. In 
C action Gu ntee by 


mail only. Write for FREE Style years past, Class A invitees got all ex- 
Book TODAY! 2 


KING-SIZE, inc penses paid and the result was a full field 
= ’ > 


207 Brockton, Mass. of top cars and drivers. This year the SCCA 

ruled that such was crass professionalism MARK IV 

and forced the promoters into charging a 

$150 entry fee. Racing expenses or no, reference indication of what the 

SPORTS Nassau is not the least expensive spot in cots Oddometer shavid-seal, Ad- 
this world to hang a hat. Virtually every- - 

thing except bottled liquor, perfume, justable from 15 - 60 mph. 


CAR jewelry and cameras is triple-priced due Reduces driver-navigator consulta- 


to the fact that all goods must either be tion time, eliminating the slavery 


flown in or landed by ship. Adding up of excessive manual computation. 
DEALERS! transportation, living and a fat entry fee en 
makes for hesitation that not even June in MODEL 402 ADJUSTABLE 
Someone “borrowing” your personal December can allay entirely. The time was ODOMETER 


too short and it was too much to expect : 

. ye E Adjustable over a range of +10% 
} ; : that a new Class AA entry could be formed 

tage of Sports Cars ILLUSTRATED’s con- ; 


asia tticnsts olan. Sed anaken in oaae to take care of special invitees to say 2 rat 1%, _ steps. Reads in 
showroom—perform a good service fe: nothing of the patent unfairness of such Snare * syd setting wr 
your customers—with no risk involved. a measure to those already listed as Class - subtracts when driving in reverse. 
For details, write: Direct Sales Depart- \. These factors coupled with pure, blind “Lost’’ mileage can be easily 
ment, Sports Cars Illustrated, One Park bad luck in the form of inclement weather corrected. 

Avenue, New York 16, New York and the plague of gremlins that forced 
down most of the really interesting ma- 





Provides the driver with a constant 


copy of Sports CARS ILLUSTRATED each 
month? You ought to be taking advan- 


Assures that your mileage agrees 
with that of the organizers. And 


chinery, combined to produce a situation e ‘ , 
CAR CLUB B ES that few organizers could hope to solve to makes it easier to find turns at 
everybody’s satisfaction. 
fA A D e T '@) oO G D e e Nonetheless it was still Nassau. When 
Pa ae. send sketch or the sun did decide to shine it was bright The advanced design and special 
t : é 
Gt bedbet coe'll abnd to: and clear. It was still June in December features of these new instruments 
and a" veanthare Maat : ; offer an opportunity to improve 
CHARMANT IMPORTS and a respite from the shivering cold in 
Garden City 42, New York less clement countries and most partici anager s0 AB egw 
ar ; F ‘ . 
pants enjoyed themselves. Which, if Red SEND FOR LITERATURE 














Crise is to be believed, is the reason for 


Southwest's Oldest and Largest Parts and the whole affair. Mr. Crise has a year to \" | | 
Service Institute for Imported Cars, come up with another Speed Week. If he aga 
: can exercise the gremlins, talk with the vatiealacheaths 
T ad 0 R o U G | B oe E D weather man and rid his race of outside 


CAR COMPANY interference in that length of time, the TE 2 EE I 
820 N. BROADWAY * OKLAHOMA CITY 1959 edition of Crise’s Dices should be 


bigger ver re 
M G + MORRIS * AUSTIN-HEALEY » JAGUAR + ROLLS-ROYCE rigger than ever before. 11 Park Place, Paramus, N. J. 
—John Christy 
SPORTS CARS ILLUSTRATED/MARCH 


























RATE: 35¢ per word. Minimum 10 words. April issue closes February 14th. Send orders and remittance to: SPORTS CARS ILLUSTRATED, One Park Ave., N.Y.C. 16. 





SUNBEAM 1929 3 Liter Twin O/H Cam Super Sports. 
Collectors Piece. Completely roadworthy. Enquires. 
A. Goodman, 24 Alexandra Grove, London n12, England. 





MERCEDES Benz 540 K 1938 3 seater convert. 
cabiolet, black w/ivory leather. Truly one of the 
few exquisite Benz classics in excellent & complete 
condition throughout. $5800. or consider trade for 
mint '57 300 SL. Picts. to sincerely interested. G. A. 
Hillman, 3904 Loquat, Coconut Grove, Fla. 





PIRELL, Cinturato 165 by 400 Tires new in paper, 
= The Pair. Wright, 51 Chestnut Ave. (7-B), Vine- 
land, a 





DENZEL 1300 Super Sports—1958—excellent compe- 
tition and road car. Weight 1385 Ibs. aluminum 
body—75 HP air-cooled engine. Price $3995.00. Write 
for particulars. Frank’s Autosales, Inc., Rt. 17K, 
Montgomery, N. Y. 





WANTED—Doors for ‘57 Corvette complete with 
. hinges and fittings. P.O. Box 326, Middletown, 
io. 





BUY Surplus Jeeps, tractors, winches, pumps, tools, 
hydraulics, electronics, boats, typewriters, gen- 
erators, wholesale direct from government. List and 
Procedure $1.00. Aviation Surplus, Box 8-ZD, Thomas- 
ville, Penna. 





BEFORE buying a new car, get exact Dealers Costs 
on 1959 cars. Get dealers cost figures for all Ameri- 
can cars, 21 foreign cars, 3 American light trucks 
and their accessories. For the first time this valu- 
able, confidential information available at low price 
of $3.00. This information will save you many times 
its cost when you buy new auto. Check or money 
order to Auto Dealer Costs, Dept. 59, Mt. Carmel, III. 





ENGLISH Sports Cars. Specimen MG TC in immacu- 
late condition. f.o.b. New York $1,237. Jaguar SS 
100. Superb English classic f.o.b. New York $1,357 
Also Riley Imp and Frazer Nash. Sports Racing Car 
Specialists, C. & B. Motors Ltd. 121 Askew Road, 
London W. 12, England. Telephone: SHeperds Bush 
5224 & 8866. 





GOVERNMENT Selis—Surplus Boats; LST’s; LCVP’s; 
Aircrafts; Helicopters; Jeeps; Trucks; Tractors; Ra- 
diotelephones; Misc.—Buy direct now from U. S. 
Government—‘‘Depot List & Procedure” $1.00—Brody, 
Box 8-SC, Sunnyside 4, New York. 





'48 T.C. clean, healthy, many extras. R.H., Black. 
R. Schmelzer, Westport, Conn. Capital 7-5231. 


DISTRIBUTOR points set in three minutes without 


removing from car. No Engine turning-cam in any 
position. Precision gauge insures-longer point life- 
balanced engine power-uniform-firing. For all British 
cars—VW and all Bosch 46-58. All Chrysler lines. 
DelcoRemy 4 & 6 thru 56 Ford 6 46-58. Lincoln, 
Mercury, Ford 8 49-58. Others. Specify make, year, 
cylinders. $3.50 P.P. No C.0.D. Alpine, Hewlett, 
New York. 





1959 GIANT Auto Parts Catalog. Thousands Acces- 

sories Stores don’t Handle . . . Gadgets, Custom 

Equipment. Send 25¢ (Refundable). Newhouse Auto- 

oe calit industries, 5805 Beverly, SC-2, Los Angeles 
lif. 


ENGINES OHV V8’s All Popular Makes 1956, 1959. 
— Enterprises, 1015 West 17th, Texarkana, 
exas. 





JAGUAR owners, Healey owners: Stainless Steel Flex- 
ible Exhaust Tubing Permanent replacement between 
exhaust pipe and muffler. Complete with heavy-duty 
clamps. Healey $5.50. Jaguar $5.95 (modified re- 
quires two) postpaid. Quantity inquiries invited from 
dealers. Wilco, P.O. Box 1128-S, Rochester 3, N. Y. 





FOREIGN Car Auto Wrecking. Used and rebuilt parts 
available for over 600 cars. Sports Car Engines, 
transmissions, rear-ends, and complete chassis our 
specialty. New and Used Accessories. Complete stock 
of generators, starters, distributors, fenders, doors, 
grilles, glass, wheels and tires. All parts guaranteed. 
All inquiries promptly answered. Dealer discount 
pine. All prices F.0.B. Los Angeles. Grand Prix Auto 
arts, 12613 Sherman Way, No. Hollywood, Calif. 
St 7- 5479, PO 50360. 





CORVETTE cast aluminum valve covers for Chevro- 
let V-8’s — Except 348’s — $9.95. Moore Auto, 
Barnesville, Georgia. 





THE Truth about Speed-Power-Mileage Equipment. 
Free Catalog. Write! Almquist Engineering. Milford 
SC2, Pennsylvania. 





TIRES for Sports and foreign cars. Brand New First 

Line not recaps. Lowest prices in U.S.A. State your 

= American Tire Co., 410 Boulevard, New Haven, 
onn. 





AIRFILTERS 99% Efficient protects engine. Dry re- 
placeable elements. Complete kits—Volvo, Triumph, 
$15.00, Austin Healey, MG-A, Sprite, $16.00. Naviga- 
tor, 4545 Elmwood Rd., El Sobrante, California. 
Dealers write 


RALLYE Dash Plates 1 by 31 inches, polished brass, 


engraved $15.00 doz. Plastic stamped 3.50 doz. 
Includes name of club, date and name of Rallye. 
Sappenfield’s Trophy Center, 1219 Calhoun, Ft. 
Wayne, Indiana. 





FREE Brochure for Enthusiasts, Clubs. Contains ex- 
citing, unique Accessories. Golden Falcon, 25 North 
Genesee, Waukegan 1, Illinois. 





RADIOS, for Sports & Foreign Cars ‘‘HiFi-Tone”’ 6 
tube superheterodyne only 6” x 8”. Guaranteed per- 
formance and fit. $31.95 ppd. Specify voltage. Auto- 
radio, 132 State, Schenectady, N. Y. 


LIGHTWEIGHT Sports Car—easy to build from our 
plans. Suitable for Class H. $5.00 ppd. Cut the cost 
of racing; try Formula I!!. Blueprints and instruc- 
tions. $5.00. Send for parts list. Dane Racing Cars, 
13015 Lorne St., North Hollywood 2, Calif. 





JABRO 750 Sports Car. Build your own competition 
or streets car from Crosley parts. Drawings, bodies, 
space frames, speed accessories available. Send 25¢ 
to: Jabro SCi, #1 Sunnymead, St. Louis 24, 
Missouri. 





CROSLEY Special! Full instructions for building your 
own 750 cc Class H sports car, at low cost. Engine 
modifications, right-hand drive conversion, tread 
widening, tube frame drawings! Send $2 today! 
Sportscar, Box 711-G, Columbus 7, Ohio. 





BUILD Your Own Tachometer, (electric) at tremen- 
dous savings. Complete plans and_ instructions, 
$1.00. Alanne Engineering, Box 135, Watertown 3, 
Conn. 


JOBS High Pay; USA, So. America, The Islands. 
All trades. Many companies pay fare. Write Dept. 
72E, National Employment Information, 1020 Broad, 
Newark, N. J. 





AMERICAN Overseas Jobs. High Pay. Men, Women. 
Transportation paid. Free information. Write: Trans- 
world Information Service, Dept. FZ, 200 West 34th 
Street, New York 1 


SPORTS Car Sketches — for enthusiasts, 8 x 10 
Pen & Ink Drawings. Lotus, Maserati, Testa Rosa, 
Porsche Spyder, 300SL, Ferrari, D-Jag, XK- 140, TR-3, 
Porsche Coupe, VW, MG-TC-TD-TF- A; complete set of 
15 prints, $6.00, 12 prints $5.00, any four $2.00. 
No C.0.D.’s. Ed Wood, 8310 Hood Dr., Richmond, Va. 





NEW polishing cloth ‘‘Appolo” for Chrome and Glass. 
Just wet and use. No pastes or liquids needed. 
“Appolo”’ can be laundered and used over. Satisfac- 
tion guaranteed. Send $1.50 for each cloth. Sales- 
men wanted. Carr Enterprises, Box 307, Onida, South 
Dakota. 





FOREIGN Auto Radio Distributors, selling servicing 
Becker AM FM & English sets, 20% disct or more. 
Square Electronics, 150-60 Northern Blivd., Flushing, 
N.Y. Hi 5-2715 





REMOVABLE all pie luggage racks $14.95 plus 
postage for MGA — R 3. R. W. Wilkinson — 
9616 S.E. Cora, Portland 66. Oregon. 





FOREIGN speedometers, clocks, tachometers, tem- 
perature gauges rebuilt, guaranteed $6.50. Send to 
Mack Instrument Service, 13119 Mack Avenue, De- 
troit 15, Michigan. 


FIBERGLAS Sports Bodies—Easily bolts on yar 
Fiat, etc.—$295. Jaguar, Ford, Chev., etc.—$495 
Free Brochure. Almquist Engineering, ‘Milford $c4, 
Pennsylvania. 


FLY to Big Sebring Weekend — Non-Stop Round-Trip 
charter flights from New York and Chicago. Details 
Chris Economaki, Box 509, Ridgewood, New Jersey. 





BATTERYLESS Flashlight, contains miniature dynamo, 
miracle of engineering. Weighs only 34 ozs. $2.95 
ppd. Full money back guarantee. Mary Messent, 3000 
Connecticut Ave., N.W., Washington, D.C. 





CASTROL—greatest name in oil for Imported and 
Race Cars. Buy Direct. Save. Send $7.92 for 24- 
quart case. Pay shipping cost on delivery. European 
Sports Car Center, Distributor, Rossville, Pa. 





SPORTS Car Dealers! Someone ‘‘borrowing’’ your 
personal copy of Sports Cars Illustrated each month? 
You ought to be taking advantage of Sports Cars 
Illustrated’s convenient re-sale plan. Sell copies in 
your showroom perform a good service for your 
customers — with no risk involved. For details, 
write: Direct Sales Department, Sports Cars Illus- 
trated, One Park Avenue, New York 16, N.Y 





MAGNIFICENT full color prints. World Famous Sports 
Cars, 6 large 12x14” suitable for framing, value over 
$12, only $1.50 postpaid. Borden Publishing Com- 
pany, 3077 Wabash Ave., Los Angeles 63, California. 
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SHOPPING GUIDE 
Classified 


A HANDY GUIDE TO PRODUCTS AND SERVICES NOT NECESSARILY AUTOMOTIVE, 
BUT OF WIDE GENERAL INTEREST. 


PHOTOGRAPHY, FILM 
EQUIPMENT, SERVICES 


5,000 8mm.-l6mm. Films, Equipment. Free cat- 
alogues. International Greenvale, New York. 





FREE-LANCE photographers register now. No obli- 
gation. For application write Accredited Press, Inc., 
Lawrence 6, New York. 





MESTON’S the preferred 35mm color slides. Top 
quality, biggest library, best package. Exciting Pre- 
view Package four slides hermetically sealed in 
plastic plus 80 page catalog only $1.00. Meston’s 
Travels, Dept. SC, 3801 N. Piedras, El Paso, Texas. 





PHOTOGRAPHY for Pleasure or profit. Learn at home. 
Practical basic training. Long established school. 
Free Bookiet. American School of Photography, 835 
Diversey Parkway, Dept. 2254, Chicago 14, Illinois. 





ABSOLUTELY highest quality professional double 
weight enlargements at dealers prices. 5x7, 32c; 
8x10, 39c; 11x14, 85c. No extra charge for cropping 
or dodging. New negative from your photo 80c; 
minimum order $1.00. 25% discount on Kodacolor 
processing. 20% discount on Developing by Kodak. 
ona Portrait Co., 1172-F Ogden Ave., New York 
ity 5 





NEW 1959 Complete 8 and 16 mm Home Movies and 
Photographic Discount Catalog. Send 10c Postage. 
Imperial, Dept. S, 34 Park Row, New York 38, N. Y. 





5x7’s FROM Roll. 8 — 90c; 12 — $1.30. Reprints 
10c. Hagners, 1318 West Columbia, Phila. 22, Pa. 





AIRPLANE photographs beautiful large 14 x 17 color 
reproductions. Decorate dens, etc., war planes in 
action. Six assorted. Send $1. 00. Jarvis, Box 126 F, 
Bostonia, Calif. 





COLOR Economy! Anscochrome, Ektachrome film de- 
veloping, 80c (20 exp. 35 mm rolls mounted). Color 
prints from transparencies—2¥2x3¥% six for $1.00, 
3¥ex5 six. for $1.50, 5x7 each 75c, 8x10—$1.50. 
Lee-Jan-Lab., Box 382, LaGrange, Illinois. 


SAVE$$$. Fresh 8 mm, 16 mm B & W and color film. 
Home Processing Equipment. Free Catalog. Superior 
Film Co., 442-456 N. Wells, Chicago 10, Ill. 








FREE! Blackhawk’s big sale catalog 8 mm., 16 mm 
movies, 2”x2” color slides. Biggest selection any- 
where! Projectors, cameras, supplies big dis- 
counts! Get free, every three weeks, 12-page news- 
Ee size bargain list! Blackhawk Films, Davenport 
, lowa. 





ALASKA — Hawaii — Yosemite —or Yellowstone. Ejght 
Colorslides $1.00. Eddings, Roberts Ave., Corning, N.Y. 


STAMPS & COINS. 


307 WORLDWIDE Different stamps only 35c. Ap- 
provals, Niagastamp, St. Catherines 690, Ontario. 





GIGANTIC Collection Free! Includes triangles, early 
United States, Animals, commemorative, British 
Colonies, high value pictorials, etc. Complete collec- 
tion plus big illustrated magazine all free. Send 5c 
for postage. Gray Stamp Company, Dept. 22, Toronto, 
Canada. 





FREE-MINT British Colonies from Brunei, Solomon 
Islands, Negri Sembilan, Safawak, St. Christopher, 
Nevis, Trengganu, Gilbert Ellice. Free with Approvals. 
Viking, Great Neck 35, N.Y 





BET you haven't stamps from North West Pacific 
islands! Absolutely free with approvals, elusive 
North West Pacific Islands stamp. Viking, Great 
Neck 120, N. Y. 


100 LARGE U.S. Commemorative only 25c with 
approvals. Wm. Rice, 87 Washington Ave., Kingston 
dA 








1000 DIFFERENT Worldwide Stamps $1.25. Valued 
over $20.00. Universal, Box 6, Kenosha 18, Wis- 
consin. 





UNITED Nations. Five different 10c. Agorevels- An- 
derson, 1112 Harrison, San Francisco 3, Calif. 
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508 DIFFERENT Worldwide from Madagascar, Macao, 
Guinea, etc., cataloging over $15.00 on 35c. Ap- 
provals. Littleton Stamp Company, Littleton Q17, 
New Hampshire. 





NEW! 1959 Bargain American Coin Catalogue! Re- 
vised Process! Only 25c. Write: Sullivan, 128EA East 
Fourth St., St. Paul 1, Minnesota. 





77 DIFFERENT U.S., 100 Different China, 25 Different 
Czechoslavakia, all 60c, approvals. Leonards, 1143 
North Keeler, Chicago 51. 





U.S. Stamps. Giant ee cane: -15c, Raymax 
35VED Maiden Lane, N. Y.C. 


BINOCULARS & TELESCOPES 


OPTICAL Bargains — Request Free Giant Catalog 
“Cj”. 96 pages Astronomical Telescopes, Micro- 
scopes, Lenses, Binoculars, Kits, Parts. Amazing war 
surplus bargains. Edmund Scientific Co., Barrington, 
New Jersey. 





BINOCULAR specialists, all makes repaired. Author- 
ized Bausch Lomb, Zeiss, Hensoldt, Bushnell dealer. 
Tele-Optics, 5514 Lawrence, Chicago 30, Illinois. 


HIGH FIDELITY & ELECTRONICS 


HI-Fl Interest You? Write for Free 20 Page H. H. 
Scott Component Catalog. H. H. Scott Inc., Dept. 
SP-2, 111 Powdermill Road, Maynard, Mass. 





LABORATORY Instruments, Surplus Electronics: En- 
gineering, Farhills, Box 26X, Dayton 19, Ohio. 





LEARN While Asleep with Amazing new Electronics 
Educator endless tape recorder. Details free. Re- 
search Association, Box 24-S, Olympia, Wash. 


$50 TRANSISTOR Radio $23.95 Soldering Gun $8.95. 
C.0.D. Electronic Hypnotozer $19.95. Transworld 
Export, Box 929, Indio, California. 





MISCELLANEOUS 


STEEL Boat Lift protects your boat, launches it again 
easily. Attractive dock installation. Low Cost. Send 
10c for colorful literature. Rolfe Products Co., 
Mason City, lowa. 


WINEMAKING, $1.00. ‘Stout, Beer, Ale Brewing,” 
$1.00. Ilustrated. Eaton Books, Box 1242-V, Santa 
Rosa, California. 








PRINTING PRESSES, Type, Supplies, Lists 4c. Turn- 
baugh Service, Mechanicsburg, Pa. 


CATALOGUE Boating flags, nautical gifts, marine 
gadgets. Send 25¢ refund first order. Lighthouse, 
Plymouth, Mass. 








NEVER FAIL— 
ZONE YOUR MAIL 


The Post Office has divided 106 cities 
into postal delivery zones to speed mail 
delivery. Be sure to include zone number 
when writing to these cities; be sure to 
include your zone number in your return 
address — after the city, before the state. 


SPORTS CARS ILLUSTRATED/MARCH 
PRINTED IN U.S.A. 





Louis won at the Tacoma board track in a 
Frontenac, 80 miles at 100. They had a 
good car, and it had run fast from the 
beginning, but it wasn’t going anywhere. 
Louis won at the Uniontown 
Speedway, 112 miles at 102 
cember 1916. 


Board 
, as early as De 


Frontenac cylinder heads turned the 1 
Ford into quite a hairy machine for its 
time, and for a while “Fronty Ford” was 
something you heard a lot about, and that 
looked like money to Louis, too, but the 
appearance of the Model A killed it off. 

Chevrolet and Durant prospered, though. 
Durant steadily built the company up, 
planning and scheming for one day, one 
hour. He set up Chevrolet in Delaware, he 
affiliated with the du Ponts. He began to 
buy GM_ stock in big bundles. It was 
easy: the stockholders were sore because 
the bank controlling the company had seen 
the profits run to $58,000,000 in three years 
but hadn’t declared a dime in dividends! 
On September 16, 1920, Durant walked 
into the GM annual meeting, lackeys laden 
with bundles of proxies staggering behind 
him, and said quietly, “Gentlemen, 7 con 
trol this company.” 

He did, too. He ran it in a big way. He 
paid Walter Chrysler $500,000 a year to 
run Buick, a salary that represented a 
$494,000 raise in two years for Chrysler. 
He brought in Delco and Hyatt Rollei 
Bearing and Kettering and 
Fisher Body and 


Sloan and 
Frigidaire. But he 
couldn't stop expanding, juggling. He fin 
ally got too far out on the wire, the com- 
pany’s accountants guessed about $30,000,- 
000 too far out, and the GM doors shut 
behind him again. This time, there was no 
Chevrolet to ride back in. 

In the same year that saw Durant out 
of GM for the last time Gaston Chevrolet 
was killed driving a Monroe at the Los 
(Angeles Speedway. Louis had stopped driv 
ing in 1923, and Arthur even before that. 
Arthur had never really liked it anyway. 
and he doesn’t often show in the record: 
1910 Vanderbilt Cup, Marquette-Buick, 
out at 88 miles with a broken chain, 1910 
G.P., Savannah, out at 130 miles with a 
broken crankshaft while running 11th. 

Louis tried boat-racing in 1925, won at 
the Miami Regatti. He worked for Stutz 
for a while and then in 1929 he and Arthu 
organized the Chevrolet Brothers Aircraft 
Company, intending to make airplane en- 
gines. It didn’t work out, the brothers 
quarrelled and there was recourse to law 
Louis won, but it was a case of winne 
take very little. In 1934 he went back to 
work for Chevrolet, stayed until 1938 when 
the illness which was to cause his death 
forced his retirement. He had a small pen 
sion from GM. He died in 1941. During 
World War If Arthur Chevrolet worked 
for Higgins in New Orleans as a maste) 
mechanic. In April, 1946, when he was 61. 
he hanged himself, 

Durant lived longest of the four. He 
died in 1947. He was running a chain of 
bowling alleys and a grocery store in 
Asbury Park in New Jersey. Not just a 
bowling alley, a chain. Not just a grocery 
store, a supermarket. Characteristically. 
he was in early on a couple of things that 
were booming. He was thinking big, and 
all he needed, probably, was a little more 
time. But at 86, he didn’t have it. 

—Ken Purdy 





One of a series of technical bulletins from 


CITROEN 


Au-Ou1l Suspension 


For the first time anywhere, in May 1954, Citroen adapted 
Hydropneumatic (Air-Oil) Suspension to a production car. This 
revolutionary suspension is now standard equipment on both the 
Citroen DS 19 and ID 19 models. 





ORDINARY SPRING SUSPENSION ! 
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CITROEN AIR-OIL SUSPENSION 








CUSHIONING EFFECT 

A conventional suspension would require a 
ten-fold flexibility to begin to compare with 
the gentle cushioning effect of Citroen Air- 
Oil Suspension. 
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DAMPENING ACTION 

\ damper element is incorporated in each 
hydropneumatic unit. Integrated in the sus- 
pension system, this damper element has the 
added advantage of never needing adjust- 
ment. Because of its concept, adapted to the 
Hydropneumatic System, it acts instantane- 
ously and renders the suspension practically 
aperiodic 





BRAKING 





. “ CONSTANT LEVEL 


CRS 


In the Hydropneumatic System, each of the four inde- 
pendently suspended wheels is connected to the body by a 
Piston. By means of a liaison liquid, this piston more or less 
compresses a neutral gas (Air) pressurized in a sphere. 
The liaison liquid maintained under pressure by a pump, 
automatically assures the dampening action and level 
corrections. 


ACITROEN 
CARS CORPORATION 


300 PARK AVENUE, NEW YORK 22, NEW YORK ~» 
Sales and Service throughout the United States and Canada °* 





CONSTANT LEVEL 

Ordinary cars nose-dive upon braking. 
Citroen’s automatic level-compensators keep 
the car horizontal at all times, even upon sud- 
den braking. Moreover, the car is kept at a 
constant height regardless of the load that is 
carried. In case of bad road conditions, mov- 
ing a small lever will automatically raise the 
car to a higher position. 


NEUTRAL GAS 
UNDER PRESSURE 


DIAPHRAGM 


DAMPER 


PUMP 


OIL UNDER PRESSURE 


PISTON 





8423 WILSHIRE BOULEVARD, BEVERLY HILLS, CALIF. 
Write for new free Road Tests on the DS 19 and the ID 19 








Versatile beauty. Responsive as a sports car yet 


meticulously fitted with all the appurtenances of 
supreme comfort. Tailored for family driving. 





